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ELECTRIC RAILWAY TRACTION 
| Supplement illustrating and describing developments 
Electric Railway Traction is presented with every copy 
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The Speed Factor in Transport 
M R. GILBERT S. SZLUMPER, in his presidential 
7 address to the Institute of Transport, a summary of 
lich we publish on page 656, referred to the influence 
speed in the evolution of the various forms of transport. 
fhe reduction of the transit time between any two points, 
id Mr. Szlumper, seems to have been the principal 
entive to progress. The stagecoach replaced the pack- 
horse and the coach and the canal barge gave way in their 
turn to the railway train. Then, ‘‘ some enemy of all 
ice devised the internal-combustion engine,’’ creating a 
idden revolution in transport, an unexpected develop- 
nent which confounded in part the intentions and calcula- 
tions embodied in the Railways Act of 1921. The effect 
of this development has not yet reached its fullest extent, 
ithough some new form of co-ordination may prove to be 
the key to the position. Mr. Szlumper tentatively suggests 
scheme of collaboration on new lines. Meanwhile air 
transport again introduces the element of speed, competing 
not only with passenger and mail services, but even with 
ihe telegraph. These developments, accelerated so remark- 
.bly during the present century, make it difficult to apply 
to the future any reasonable perspective, or to see how 
the different forms of transport will function, independently 
or co-ordinated, and to what extent speed will influence 
development, qualified possibly by the: factor of cost to 
ihe user, based on the true cost of providing the service. 
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Paying for Roads 

At various times in past years when the rail and road 
controversy was particularly to the fore, we have pointed 
out in our columns that, before the railway era, the turn- 
pike roads and canals were the only arteries of inland 
transport. The user then paid for their upkeep by means 
of tolls, and it was only when virtually all through traffic 
passed to the railway that roads became almost exclusively 
matters of local interest, and their ownership and main- 
tenance were transferred to the local authorities as a 
charge on the rates. With the re-appearance of the road 
as an important factor in through inland transport, the 
question of financing roads has exercised many minds, 
and in such countries as Great Britain, Germany, France, 
and Italy, trunk road construction and maintenance are 
viewed as national rather than local services. The view 
has been advanced that creating trunk toll roads instead 
of raising road funds by national taxation is a matter 
worthy of consideration, and the experience of Italy in 
this matter was referred to on Monday evening by Mr. 
Gilbert S. Szlumper in his presidential address to the 
Institute of Transport. In Italy, he pointed out, the 
generality of roads was quite good and sufficient for 
normal local traffic needs, but for through traffic there 
was the autostrade, which was a toll road reserved solely 
for motor vehicles. Mr. Szlumper considered this the 
only sane and equitable method of catering for main-line 
road traffic unrelated to the districts through which it 
passed, and suggested that such a scheme would go some 
distance towards providing “‘ a natural economic division 
between road and rail traffic.’’ 

* * * * 

The Week’s Traffics 

Passenger traffics of the four main-line companies for the 
39th week were greatly aided by the exodus from London 
to distant areas thought to be safer, but with more norma! 
conditions prevailing passenger receipts for the 40th week 
showed a net decrease of £30,000. Coal traffics were up 
£1,500 net, but merchandise was down £119,500, making 
a total net decrease of £148,000. 


40th Week Year to date 





+ —— 


Pass., &c. Goods, &« Coal, &e. Potal Inc. or Dec. 

{ f f f { % 
L.M.S.R. 25,000 71,000 9,000 — 87,000 1,894,000 — 3-70 
L.N.E.R — 4,000 — 29,000 11,000 — 44,000 — 1,525,000 — 4-09 
G.W.R — 2,000 — 13,000 3,000 — 12,000 — 826,000 — 3-84 
SR. 1000 — 6,500 500 5,000 169,000 — 0-98 


The following table makes comparisons with the corre- 
sponding week in 1936 : — 





40th Week Year to date 

. — 

Pass., &c. Goods, &e. Coal, &c. Total Inc. or Dec. 

/ f / f / 

L.M.S.R. 1,000 — 48,000 20,000 _ 27,000 2° 8,000 0:46 
L.N.E.R. 5.000 — 19,000 1,000 — 13,000 229 000 + 0-64 
G.W.R. 13,000 — 4,000 12,000 21,000 306,000 1-50 
S.R. + 15,000 — 5,500 — 500 9,000 580,000 3-52 


To date in 1938 passenger train traffics are £2,364,000 up 
in comparison with 1936, and coal receipts are £783,000 
better, but merchandise earnings are down £1,804,000. 


* * * * 


London Transport C Stock 


As announced on another page the final payment of 
interest on London Transport C stock for the year ended 
June 30, 1938, is 23 per cent., making a total of 4 per 
cent. for the year. Previous payments on account of this 
stock have been 3} per cent. for the year 1933-34, 4 per 
cent. for each of the years 1934-35 and 1935-36, and 
4} per cent. for the year 1936-37. Subsection 14 (c) of 
Section-39 of the London Passenger Transport Act, 1933, 
provides that in the event of the board failing in respect 
of each of three consecutive years of which the first shail 
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be not earlier than the year ending June 30, 1936, to 
pay interest on the C stock at the standard rate, holders 
in the aggregate of not less than 5 per cent. of the total 
amount of C stock then outstanding may apply to the 
High Court for the appointment of a receiver. Such an 
application is now a possibility, as the standard rate for 
each of the first two years after the appointed day is 
5 per cent., and for each subsequent year 5} per cent. 
Mr. John F. Heaton, of Thomas Tilling Limited, and his 
friends are in a position to make the application for a 
receiver, but it is extremely unlikely that this step will 
be taken at any rate until after the full accounts are 
available. Meanwhile, he and Mr. Sidney E. Garcke in 
letters to The Times have suggested an increase of fares, 
Mr. W. J. Stevens has proposed a reduced standard rate 
of 4 per cent., and Sir H. Osborne Mance a State 
guarantee for such reduced rate. 


* * * * 


Six Months’ Passenger Traffics 

For the first six months of 1938, as shown by the 
recently-published Ministry of Transport statistics, the 
passengers on all British standard gauge railways, exclud- 
ing London Transport, numbered 403,269,811, a decrease 
ol 32,163,120 or 7°39 per cent. in comparison with the 
first half of 1937 which included Coronation travel. 
Passenger receipts, apart from season tickets, during the 
same period amounted to £22,296,764, a decrease of 
£99,835 or 0-45 per cent. Journeys of all descriptions 
were fewer in the 1938 period, but receipts were slightly 
higher except from standard fares and day excursions. 
Standard fare journeys were 39,406,227 or 9°77 per cent. 
oi the total and were 15°44 per cent. fewer, but the 
standard fare receipts of £3,182,915 were down only 
4°70 per cent., and represented 14°28 per cent. of all 
ordinary passenger receipts. First class ordinary pas- 
sengers numbered 7,066,432 or 1-75 per cent. of the total, 
and were fewer by 518,183 or 6-83 per cent., but brought 
in receipts of £1,947,954 which represented 8:74 per cent. 
of the total and were lower by only £16,748 or 0°85 per 
cent. First class seasons produced £843,576, an increase 
ot £4,142 or 0-49 per cent., and the total first class receipts 
of £2,791,530 represent 10-45 per cent. of all passenger 
earnings. 

* * k * 


Sugaring the Statistics 

The old saying that there are three kinds of lies, plain 
lies, darn lies, and statistics, indicates a world cynical 
of the labours of the statistician. Credit is due, therefore, 
as we are fond of saying, to London Transport for an 
endeavour to sweeten and garnish the statistic and turn 
it from a sort of universal rice-pudding into the most 
palate-tickling pouding au riz. In plain terms, the board 
has appreciated that facts and figures, presented in a 
suitable atmosphere, can arouse public interest in the 
activities of its underground railways, and a series of 
newspaper advertisements is now admirably fulfilling this 
purpose. Presented in the forceful and readable style 
common to the board’s publicity matter, each deals with 
a different feature of operation of the tubes, but all point 
out the immense pains taken to ensure reliability. The 
first was devoted to trains and signalling, and it was stated 
that over the 174 miles of the board’s railways 420 trains, 
comprising 3,260 cars, follow each other, often at 90 sec. 
intervals; 1,300 men are needed to keep these trains 
in order. More than a million signal-movements take place 
in a working day and of the 2,875 signals, each is dupli- 
cated by an automatic train stop and subject to electrical 
check and counter check. A signal failure occurs only 
once in 83 days and causes delay once in 89 weeks. : 
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A Railway Exhibition at Brunswick 

For about six weeks, beginning on August 19 last. a 
railway exhibition was held at Brunswick (Braunschwe 2) 
in celebration of the approaching centenary of the first 
State-owned railway in Germany. The line in question 
was opened on December 1, 1838, between that city aod 
Wolfenbiittel, and belonged to the then State of Bru: s- 
wick, the territory of which was in several detached piec:s 
and in close relation with Hanover, Prussia, and Oldc.- 
burg. This railway was built expressly to try to improve 
Brunswick’s commercial position, considerably affected | y 
the customs policy of the adjacent states, and was 
to the initiative of an official, von Amsberg. The Adicr 
locomotive of the Nuremberg—Fiirth line, was on vi 
at the recent exhibition, and a modern type 0.3 express 
engine. There was some full-sized signal equipment o: 
which the local schoolboy population put as much we 
in a day as regular service could do in a twelvemont 
Several excellent models were shown, including one 
inductive A.T.C.; a sectional model of the Hano\ 
goods shed with conveyor band system; and a gravity 
marshalling yard with automatic point operation. 


* * * * 


A Railway Emergency in South Africa 

A picture of something like war conditions on the Sout 
African railways is painted in the recently issued annua! 
report of the South African Railways & Harbours Board 
for the year ending 1937. Apart from the fact tha 
traffic generally reached a very high level, development 
in the gold mining area on the Reef led to such a con 
centration of traffic during June and July that the lines 
immediately concerned became congested. Traffic durin 
these months and subsequently seriously overtaxed th: 
facilities available, and the extensive new railway works 
in progress, necessitating the imposition of speed restric 
tions, further hampered movement. Yet another factor 
which complicated things, in just such a way as a wa! 
might affect a railway system, was that an abnormally 
large proportion of the staff was absent from duty owing 
to sickness. Emergency measures were, however 
adopted; temporary facilities were rapidly provided, 
traffic diverted from busy routes to less-used lines, and 
no fewer than 300,000,000 ton-miles were saved by the 
diversion of traffic from the long rail haul to Cape Town 
via the ports of Durban and Lourenco Marques and 
thence by sea. Supplies of locomotive coal could not 
keep pace with demand until a 5-month prohibition was 
placed on the export of coal from South Africa. 


* * * * 


L.M.S.R. Educational Films 


More than 100,000 members of the L.M.S.R. staff are 
expected to attend exhibitions this winter of educational 
and instructional films produced mainly for their benefit 
by the company’s film organisation. As we recorded last 
week, a full programme covering 55 provincial centres 
has been arranged for the period up to February 24 next, 
and we understand that the complete tour of the system 
during the next six months will involve exhibitions at 
some 200 different points, for which purpose the L.M.S.R. 
Film Unit will travel approximately 20,000 miles. In 
larger centres the films will be shown in halls, institutes, 
and lecture rooms, while the more remote parts of the 
system will be reached by mobile film units, namely, 
cinemas on wheels having a theatre capacity of about 
50 persons a vehicle. Altogether three units will be in 
constant use. Four new educational and one new instruc- 
tional films have been made for the season. The former 
we referred to briefly last week, namely, ‘‘ General 
Repair ’’ dealing with the overhaul of a locomotive in 
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( works; ‘‘ Scientific Research,’’ an insight into the 
\ of the L.M.S.R. research laboratory at Derby; 


1y’’ depicting the railway organisation for 
» holiday traffics; and ‘‘ Events of 1938,’’ a rail- 
wsreel. The new instructional film deals with the 
1k of an engine shed. In addition, an instruc- 
ti iim intended to assist staff in maintaining the 

high standard of railway safety will also be shown. 


* * * * 


Tt. Danish State Railways 
first railway within the present kindom of Denmark 
at from Copenhagen to Roskilde, which was built 
private company, Det sjellandske Jernbaneselskab 
fealand Railway Company) and opened on June 27, 
The first State-owned railways in the country were 
nes from Aarhus to Randers, from Nyborg to Strib 
e Little Belt), from Langaa via Skive to Holstebro, 
from Fredericia to Vamdrup (on the then German 
er). These lines were built with State funds and 
opened between 1862 and 1866; at first they were 
ited by a private company, Det danske Jernbane- 
D elskab (the Danish Railway Operating Company) 
also owned the rolling stock. The operation and 
ling stock were taken over by the State from Sep- 


ber 1, 1867, under the name De jydsk-fyenske Stats- 
baner (the State Railways in Jutland and Funen). — In 
the meantime the sections Roskilde—Korsor, Copen- 


hagen—Klampenborg, and Hellerup— Hillerod—Helsingor 
id also been opened, and in subsequent years both the 
idministrations extended their systems. From January 1, 
i880, the State took over the main lines on the island of 
Zealand, but the amalgamation of the two rolling stock 
departments did not take place until October 1, 1892. 


* * * * 


A Railway Vessel’s Varied Career 

Official permission from the American authorities to 
ise the Admiral liner H. F. Alexander as a floating hotel 
luring the Golden Gate Exhibition at San Francisco next 
year means another unusual chapter in an extraordinary 
career. She was originally the Great Northern, and with 
her sister, the Northern Pacific, was built by Cramps in 
1914. The U.S.A. transcontinental railway lines, built by 
Hill, the railway magnate, terminated at Portland, and he 
wanted his share of the San Franciscan passenger trade. 
He was unable to run a railway line down as he had 
intended, so built these two ships, turbine-driven vessels 
of about 8,250 tons, with a designed speed of 23 knots, 
to cover the route in a manner that could not be touched 
by the railway monopolies. | When the United States 
came into the war, the Great Northern was one of the first 
merchant ships the Navy brought into commission. The 
vessel carried about 30,000 troops in all, and after the 
armistice became part of the U.S. Army Transport Fleet, 
but at the end of 1921 the Navy took her up again and 
she became the administrative flagship Columbia. She 
was later sold to the Admiral Line to replace the Northern 
Pacific, which had been burned, and as the H. F. 
Alexander was put on the Seattle—Los Angeles run. Since 
then the vessel has been on many others and has been 
used as a setting for numerous films. 

* * * * 


A Record for the L.M.S.R. 

At such difficult times as the present, with diminishing 
receipts, not to mention international preoccupations, it 
is a matter for satisfaction that the L.M.S.R. is able to 
ffer the fastest winter train service that its timetables 
have yet contained. The total of 65 runs scheduled daily 
to be covered on L.M.S.R. metals at 60 m.p.h. and 
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over from start to stop, with an aggregate mileage of 
6,420, is not only the largest, by a considerable margin, 
of any British railway, but is also the biggest on record 
in L.M.S.R. history, even exceeding the high figure of 
last summer. Of these runs, 33, with a mileage of 4,007, 
are made on the Western Division, and 32 (2,413 miles 
in all), on the Midland Division. In this connection it 
is satisfactory to note that the transformation of the Mid- 
land timetable a year ago, which brought into being prac- 
tically the whole of the present mile-a-minute travel on 
that division, and with it, as a result of the revolution 
in speed so entailed, not a little unpunctuality, has now, 
with minor modifications, justified itself; and the restored 
punctuality of present-day Midland running has proved 
that the mile-a-minute standard of town-to-town speed is 
a matter of practical politics, even over routes with such 
heavy gradients as those of the Midland Division. 
* oa * * 

The Hook Continental de Luxe 

On October 10 the L.N.E.R. placed in its Liverpool 
Street—-Harwich service a complete new train which sets 
a remarkable standard of luxury calculated favourably 
to impress travellers from the Continent. We describe 
the train later on in this issue, and it will be observed that 
its design is similar to that of the same company’s 
Coronation and West Riding Limited expresses. Last 
week members of the press were given an opportunity of 
sampling the new facilities on a trial run between London 
and Parkeston Quay, and no one appeared to be able to 
suggest any improvement. The running was silent and 
smooth at all speeds, the special insulating arrangements, 
including double windows and the provision of pressure 
ventilation, which avoids the necessity for opening the 
windows, were obviously effective in deadening sound and 
so contributing to the comfort of travel. The pressure 
ventilation itself drew forth tributes from the increasing 
number of non-smokers, who so often have to suffer in 
silence from the indulgence of their less temperate 
travelling companions, the fumes being carried up to the 
roof and out through the extractors almost as quickly as 
they were exhaled by the smokers. The excellence of 
the catering on the Harwich route has long been noted, 
and with the new train the staff responsible appears to 
have excelled itself. 

* * * * 

‘‘On Time’’—A Logical Extension 

Railwaymen have already been encouraged in a diversity 
of ways to keep the punctuality of the trains they operate 
at a high standard. Why, therefore, should not pas- 
sengers be similarly urged to avoid delays caused by their 
last-minute arrivals at stations? Nothing more would be 
necessary than the issue to all habitual rail travellers of a 
species of carnet, passport, or “‘ ticket-of-leave,’’ con- 
taining the person’s name, photograph and an official 
number. In every instance of culpable unpunctuality 
with resultant delay to a train, a responsible railway officiai 
would demand the presentation of the malefactor’s carne, 
and communicate the facts to The Law. The latter would 
then make the appropriate annotation on the “‘ dossier,”’ 
and it would soon be possible to subdivide our rogues’ 
gallery into three sections, or ‘‘ Leagues,’’ styled, in the 
picturesque jargon of the penitentiary: ‘‘ On Timers,”’ 
‘““ Seldom On Timers ”’ and ‘‘ Never On Timers.’’ At the 
end of specified periods an inventory would be taken, 
the penalties for those with bad records ranging from the 
subsidisation of P.C.’s annual beanfeasts to a purely 
nominal fine of 2s. 6d., while all who avoided relegation 
from the clean sheet ‘“‘ League ’’’ might receive tasteful 
awards, such as a case of invalid Port or a trip to Broad- 
stairs by excursion. 
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The Port of Southampton 


UST one hundred years ago a party of far-seeing and 
enterprising men laid with masonic honours the 
foundation stone of the first dock at Southampton, and 
the centenary of that event is being celebrated this week 
by the Southern Railway—the present owner of the ex- 
tensive dock system which has grown from that pioneer 
effort. Actually, Southampton maritime history covers a 
period of nearly two thousand years, for the Romans 
established, a mile or so upstream from the mouth of the 
Itchen, a port called Clausentum, and it is now the 
flourishing suburb of Bitterne. A thousand years later, 
the Saxons had chosen the spit of land between the Itchen 
and the Test, and there they built Hamtun, on the site 
of the present town. In 1013 Knud the Dane (known 
in England as Canute) succeeded in dethroning Ethelred 
the Unready, and in the following year claimed the crown. 
Every schoolboy knows the story of how Canute rebuked 
his courtiers for flattery by unsuccessfully bidding the 
waves recede, but what is less well-known is that the scene 
of this incident is reputed to have been within the boun- 
daries of the present dock estate. 

As the years progressed the town grew, and so did its 
importance as a port develop. Right down until the end 
of the 18th century its fortunes waxed and waned—more 
often the former—in keeping with the trade cycles of 
the times. Its facilities were natural ones, for its double 
tides counterbalanced the disadvantage of quays along- 
side which ships lay aground at low water. At the begin- 
ning of the 19th century the local authorities were charging 
petty customs dues and a desire that these should be 
abolished and docks built resulted in the establishment in 
1803 of the Southampton Harbour Commissioners who 
took over all rates of the harbour on consideration of 
paying to the Corporation one-fifth of the harbour dues. 
This payment is still made and is a source of considerable 
income to the town. The Commissioners were incor- 
porated as a statutory body in 1912 as the Southampton 
Harbour Board (on which the Southern Railway Company 
is represented) and this body still administers Southampton 
Water in its character as a harbour. The Town Quay 
and Royal Victoria pier were opened by Princess (after- 
wards Queen) Victoria in 1831, but the harbour com- 
missioners never exercised any powers relating to dock 
building. In 1836, however, a group of business men from 
London, Liverpool, Manchester, and Southampton secured 
the incorporation of the Southampton Dock Company and 
their meeting in London on August 16 of that year is 
generally regarded as the birthday of Southampton docks. 
Neither the laying of the foundation stone nor the open- 
ing of the dock to general trade in 1843 was graced by 
the presence of Royalty, but the royal associations of the 
port which may be dated from the time of Canute have 
been extended in more recent years on a number of occa- 
Queen Victoria renewed her own association with 
port development here on July 26, 1890, when she be- 
stowed the name Empress Dock on the work inaugurated 
on that day. 

Two years later the dock undertaking passed into the 
hands of the old London & South Western Railway and 
what may be termed the modern era then began. One 
of the first big works undertaken by the railway was the 
construction of a large graving dock, and the opening of 
this on August 3, 1895, provided yet another occasion for 
the association of Royalty with the port, for the official 
ceremony was performed by the Prince of Wales (later 
King Edward VII) who named the dock the Prince of 
Wales Dock. At the time of grouping, in 1923, the 
L.S.W.R. (including, of course, the Southampton docks) 
became absorbed in the Southern Railway Company, and 


sions. 


THE RAILWAY GAZETTE 


October 14, 1938 


the same year marked the securing of Parliamentary sanc- 
tion to initiate the most ambitious docks extension ever 
contemplated in the history of the port. The scheme 
involved the provision, at a cost of £10,000,000 of a self- 
contained docks estate with 7,000 ft. of deep water quays 
and a 1,200 ft. graving dock—the largest in the world, 
This extension scheme was Officially begun on January 3, 
1927, and on July 26, 1933, King George V visited the 
port in the royal yacht and Queen Mary opened the gray- 
ing dock, to which she gave the name King Georg: V 
Graving Dock. The Queen Mary made use of this dock for 
the first time on March 27, 1936, when she entered for final 
alterations prior to her maiden voyage two months later, 
As a fitting conclusion to mention of various Royal associa- 
tions with the port, it may be added that 1937, the 
Coronation year of King George VI and Queen Elizabeth, 
saw unprecedented activity at Southampton docks, 
Foreign visitors to the celebrations arrived there in great 
numbers and in the ten days from May 1 to May 10 no 
fewer than 21 vessels arrived from all parts of the world. 


* * * * 


Federated Malay States Railways 


TT HE Federated Malay States Railways run from Singa- 

pore in the south, through Johore, Negri Sembilan, 
Selangor, Perak, Province Wellesley, Kedah and Perlis, 
to Padang Besar on the Perlis—Siamese frontier, 580 miles 
from Singapore. From Gemas (a junction 137 miles from 
Singapore) the East Coast line proceeds northwards for 
328 miles through Negri Sembilan and Pahang to the port 
of Tumpat in Kelantan. There is also a line of 11? miles 
from Pasir Mas to the Golok River at the Siamese boun- 


dary. Branches connect the west coast ports with the main 
line. The route mileage is 1,068 on the metre gauge, and 


17 miles 35 ch. are double track. The administration also 
operates steam ferry services, provides road transport ser- 


vices, and manages wharves. In Malayan currency $1 
2s. 4d. A welcome return to a reasonable measure 


of prosperity in Malaya, where the principal products are 
rubber and tin, is reflected in the railway returns for 1937 
as shown in the report recently received from Mr. L. M. 
Smart, C.B.E., the General Manager. The gross revenue 
for the year is actually the highest derived from the ser- 
vices since 1930 and amounted to $16,812,650, being an 
increase of $3,725,917 or 28 per cent. over that of 1936. 
Out of the total net revenue of $2,914,686 the sum of 
$298,166 is payable to the Johore Government as rent 
of the Johore State Railway, and the balance of $2,616,520 
has been added to the renewals fund against arrears of 
contribution. But for these arrears the Federal Govern- 
ment would have received $2,616,520 as profit on the rail- 
way for 1937, covering interest liabilities on all loan fund 
advances. 

Railway passengers in 1937 numbered, apart from season 
ticket holders, 8,827,898, an increase of 1,950,843 or 28-37 
per cent. Passenger revenue improved by $1,055,066 or 
28 per cent. The principal reasons for these increases 
were the large number of immigrant labourers from India 
and China to meet the increased requirements of rubber 
estates and tin mines, and the general improvement in 
economic conditions. Cheap fares introduced in 1936 to 
meet road competition on certain sections were also a factor. 
Two first class air-conditioned coaches were introduced 
experimentally on the day express trains between Prai 
(for Penang) and Kuala Lumpur. Five more sets of air- 
conditioning equipment of improved type are on order 
from England and will be fitted to five coaches now being 
built at the central workshops. When these coaches are 
completed air-conditioned facilities will be provided on 
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the Singapore—Kuala Lumpur express trains. Goods ton- 
nas 1s 2,133,823, an increase of 473,396 tons or 28-5 
per it. and the improvement in goods revenue was 
$1,889,021 or 29°64 per cent. In general merchandise 
th as an increase of 142,269 tons and $797,482. 
Rubber gave an increase of 67,415 tons and $232,213. 
Collection and delivery services were in operation at 120 
stat the same number as in the previous year. Re- 
ce from these services were $247,036 and their cost was 
$249,247 resulting in a loss of $2,211, compared with a 
los $3,464 in 1936. In the accompanying table are 
shi the financial results of the combined undertaking : — 
1937 1936 
$ $ 

enger receipts 4,822,959 3,767,893 

( ls receipts .. ne ie 8,263,019 6,373,998 

| railway receipts ets .« 25,262.368 11,931,182 

| vay working expenditure .. 10,985,823 9,643,783 

Surplus .. a én 4,276,565 2,287,399 

way renewals fund 1,990,301 1,831,390 


,286,264 
628,422 
914,686 


456,009 
391,303 
847,312 


iilway net revenue 
irves and ferries (net) 
tal net revenue 


Revenue earning train-miles in 1937 were 4,248,623, 
against 3,960,335 in 1936. Maintenance of way and works 
($1,975,800) showed an increase of $155,739 or 9 per cent., 
1 the amount of $1,988,673 charged to maintenance of 
ng stock was higher by $316,807 or 19 per cent. Loco- 
tive running and traffic expenses were $4,518,324, an 
of $463,295 or 11 per cent. The main causes of 
additional expenditure under way and works were higher 
higher cost of materials and a better standard of 
maintenance for stations and buildings. Higher wages, 
higher cost of materials, and a larger output of repaired 
stock to meet increased traffic demands were the cause 
of the additional expenditure on rolling stock. Locomo- 
tive running and traffic expenses increased on account of 
higher wages, higher cost of materials, and heavier traffic. 
The purely operating ratio was 72 per cent., compared with 
81 per cent. in 1936. Including renewals fund contri- 
butions the respective ratios were 85 per cent. and 9 
per cent. 








increase 


Wages, 


* x * * 


Railway Staff Census 


THE Ministry of Transport’s annual return (which we 

summarised on September 30) of the number of persons 
employed by the railway companies of Great Britain and 
by the London Passenger Transport Board in connection 
with its railways has just been published (H.M.S.O. 
price Is.), and gives figures in respect of the week ended 
March 12, 1938, compared with the week ended March 
13, 1937. The grand total for 1938 is 607,278, being 
7,626 more than in the previous year. Indeed, the figure 
is higher than any year since 1932, but nearly 50,000 
less than the number of employees in 1930. The 
L.M.S.R. employs the greatest number of staff—233,054 
or 2,731 more than in 1937; and London Transport records 
an increase of 643 persons. ‘These figures are interesting 
as showing the recovery made—at any rate up to March 
this year—from the depression years, for it is obvious 
that the degree of prosperity of the railway undertakings 
is reflected in the volume of employment offered. There 
are other figures embodied in the Ministry’s return which 
give significant information on this matter. Thus, the 
total paid in 1936 in salaries and wages was £104,012,591, 
and in 1937 the total rose to the gigantic sum of 
£108,255,125. The increase was accounted for partly by 
the additional number of employees and partly by the 
restoration of the pay cuts. We find, in consequence, 
that the average payments (1.e., salaries, wages, war 
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wage, piecework payments, tonnage bonus, payments for 
overtime, Sunday duty, night duty and so on) for clerical, 
etc., staff rose from 93s. Od. during the week ended 
March 13, 1937, to 93s. 10d. for the week ended March 
12, 1938. For the same periods the payments to con- 
ciliation staff were 66s. 1d. and 68s. 7d. respectively, and 
for shop and artisan staff the 1937 figure rose by 1s. Id. 
to 71s. 11d. in 1938. It is worth noting that in each of 
the three groups substantial increases over the previous 
year (1936) were recorded when the 1937 annual return 
was published. Thus, coincident with the rising numbers 
employed the earnings of employees have grown larger in 
1936, 1937 and 1938. 

The total conciliation staff employed in Great Britain 
in March, 1938, accounts for 339,612, an increase of 4,649, 
and we note an increase of 2,105 in railway shop and 
artisan staff employed by the four main line companies, 
remembering of course, that this section of employees was 
considerably reduced in past years owing to falling 
revenues, and the need to restrict new construction. 
Having in mind the recent claim of the N.U-.R. for im- 
proved rates and conditions of service for signalmen, we 
find that the average weekly payments of men of that 
grade rose from 67s. 10d. in 1937 to 70s. 10d. in 1988. 
We observe, too, that the average weekly payment to 
lengthmen, relayers and labourers employed in the per- 
manent way departments (excluding termini where higher 
rates prevail) was 58s. 7d. in 1938, an advance over 1937 
of 5s. 9d. Grade 2 porters received 50s. Od. in March, 
1938, or 4s. 10d. more than in 1937. These improve- 
ments appear to be due to some extent to Railway Staff 
Tribunal Decision No. 3, dated August 9, 1937, which 
raised the base and current rates of grades whose base 
rate was then less than 45s. Od. a week. It must not 
be overlooked, however, that increases of Is. 0d. a week 
under the cost of living sliding scale agreement became 
operative on January 1, 1938. Another important section 
ot staff showing increases are locomotive drivers and fire- 
men, the 1937 weekly payments rising from 100s. 10d. to 
102s. 2d., the number of men upon which the calculations 
were based being 36,847 this year. The return provides 
further proof of the contention set forth in these columns 
last year that labour’s share of the net product of the 
railway industry is substantial, and is growing year by 
year. 

* * * * 


Early Permanent Way 


HE Manchester & Bolton Railway, a 10-mileline opened 
on May 29, 1838, provided an early testing ground 
for the respective merits of different forms of track. On 
24 miles of it the rails were at first laid on continuous 
stone blocks, and for the other 7} on continuous wooden 
sleepers. In October of the same year it was stated that 
the former was a failure, and was expected to be taken 
up. This was the stone-sleepered line that George 
Stephenson had already mentioned at a Newcastle meet- 
ing as having proved the inefficiency of continuous stone 
bearings, and The Railway Magazine (Herapath’s) of 
October, 1838, quoted the experience of one of its corre- 
spondents that he was particularly struck with the 
difference in the two roads, and the “ superiority, in 
noiseless smoothness, of the wooden bearings.’’ He de- 
scribed the upper works as formed with transoms on which 
the longitudinals were laid, the former mortised or notched 
into the latter. On the longitudinals the rails were fixed 
by bolts or screw fastenings inserted in diagonal direc- 
tions, all inclining to the middle of the rail, but obliquely 
towards its extremity, some running towards one end and 
others towards the opposite. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Giraffes on Rail in India 


Bombay, Baroda & Central India Railway, 
; Church Gate, Bombay 
September 30 

To tHE Epiror oF THE RatLway GAZETTE 
Sir,—Considerable interest appears to have been raised in 
England by the transport of a giraffe as shown on page 215 
of your issue for July 29. It is very strange that this 
railway should have been called on, after a lapse of many 
years, to transport two giraffes at approximately the same 


time as the L.N.E.R. There is at present no road link 
between Bombay and Baroda, so the giraffes had perforce 
to do the 250 mile trip by rail. The giraffes, loaded 


separately in cages, were brought on a motor lorry to the 





Two giraffes loaded on a well-wagon of the Bombay 
Baroda & Central India Railway for a 250-mile 
journey 


Grant Road parcels depét, Bombay, on Saturday, July 23, 
and the cages were then manhandled without a crane from 
the lorry to the well truck. I am sending you some photo 
graphs and a cutting from the B.B. & C.I. Railway Maga 
zine in case they should be of any interest. 
Yours faithfully, 
G. DE P. LEEPER 


Publicity and Advertising Superintendent 


Special Trains for Railway Enthusiasts 
126, Steelhouse Lane, 
Birmingham, 4 
September 30 


To THE Eptror oF THE RatLway GAZETTE 

Sir,—With reference to the recent excursion to Peter- 
borough of the Railway Correspondence & Travel Society, 
chartering the old Flying Scotsman train hauled by G.N.R. 
Locomotive No. 1, I note that in your editorial on page 481 
of THe Rattway Gazette dated September 16, 1938, you re- 
fer to this ‘‘ chartering of a special train by a society of 
amateur railway enthusiasts’’ as being ‘‘ unique in this 
country.’’ You will no doubt be interested to hear that this 
is not the first occasion on which a special train has been 


chartered by such a society. For we, of the Birminzham 
Model Railway Club, chartered a G.W.R. diesel railcar to 
visit that company’s works at Swindon only this summer. 
True, this was not steam-hauled, but was nevertheless a 
special train. 

Please understand that I am not trying in any way to 
belittle this fine effort of the R.C.T.S., an organisation with 
which we have always enjoyed the most friendly relat ons. 
Incidentally, with regard to Stirling No. 1, would it be a: all 
possible for her to make a tour of important centres over the 
other companies’ systems? Many people in Birmingham 
would like to see her but have not the opportunity. 

Yours faithfully, 
J. PROSSER 


Cheirman, B.M.1 


{Our correspondent enclosed the timetable arranged by the 
G.W.R. for the excursion to which he refers. After local 
calls in the Birmingham district, the car was booked to run 
from Hatton to Didcot, 59 miles, in 75 min. Returning, the 
Didcot stop was omitted, and the Swindon—Hatton run, 
$3 miles, was made in 104 min.—Epb. R.G.] 


Speed in Relation to Signalling 


French Line House, 
20, Cockspur Street, 
London, S.W.! 
To THE Epitor oF THE Rattway GAZETTE 

Str,—I read your report in last week’s issue of Mr. A. W. 
Woodbridge’s paper on speed in relation to signalling with 
interest, but I am inclined to question the sighting allow- 
ance you mention, of half a second reaction-time for the 
driver, up to 20 sec. for a fast train. If, for comparison, we 
take the reaction-time of a motorist travelling on an un- 
guarded road with all its dangers, at a speed equal to, and 
sometimes higher than, that of an engine, the reaction-time 
of 20 sec. would certainly land that motorist in Heaven—or 
the other place—inside a very short time. 

As a driver of high-speed cars for many years (up to 
100 m.p.h.), I cannot account for such a long time being 
required for an engine driver, as he has only to watch his 
signals. It would be interesting to go more deeply into the 
question. Or perhaps the reason would be found in the fact 
that an engine driver, with only one thing to keep his mind 
alert, might become a little slack, whereas the motorist, with 
a dozen vital things to do, has to be wide awake all the time. 

Yours faithfully, 
P. DE MALGLAIVE, 


Resident Director, London, French Line 


Appropriate Locomotive Names 


Berliner Maschinenbau A.G., 
vormals L. Schwartzkopff, 
Wildau, Berlin, 
October 9 


To THE Epiror oF THE RaILway GAZETTE 

Sir,—In reference to my communication of September 13 
printed in your issue of October 7, may I draw your atten- 
tion to an error in the final paragraph where you mention 
the name /Jansons. The name I intended to convey was 
Parsons. 

I would be obliged if you would correct this as of course 
the whole object of my remarks in the latter part of my letter 
are spoiled by this mistake. This I feel sure you will realise, 
the name of the Sir Charles Parsons and the city of New- 
castle-on-Tyne being so closely connected. 

Yours faithfully, 
E. CECIL POULTNEY 
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PUBLICATIONS RECEIVED 


Av Introduction to London.—By 


H jrenan. Published by the Travel 
& trial Development Association 
of Britain and Ireland, 6, Arling- 
te reet, London, $.W.1. No price 
n ned.—This is a very lively little 
g ook for the pocket of the visitor 
t Metropolis. Its many illustrations 
vell succeeded in capturing the 
S] f the daily pageant of London 
li (hey range in subject from a quaint 
W hop in the Temple, a pavement 


and a Hvde Park orator, to the 
Opening of Parliament, West- 
r Cathedral, Park Lane, and the 
; of the West End. The contents, 
unobtrusively combine entertain- 
with education, are devoted to the 
West End, The City, Royal and Official 


i 


| on, the museums and art galleries, 
tl Thames, and even the Londoners 
themselves. This is a very encouraging 


Two maps are included, one of 
Central London and the other of Greater 
London. 


Leitfaden fiir den Dampflokomo- 
tivdienst (Guide to the Study and 
Management of the Steam Locomotive.) 
By Leopold Niederstrasser; second 
revised and enlarged edition. Leipzig : 
Verkehrswissenschaftliche Lehrmittel- 
gesellschaft m.b.H., Goethestrasse 6. 
8} in 6 in. 1} in. 480 pp. 319 
figures in text, numerous tables, three 
folding plates and five plates removable 
from the book. Price RM.6.40.—Some 
vears ago, realising the want of good text 
books suitable for training new entrants 
to the service and enabling all grades 
to keep abreast of growing requirements, 
the German State Railway established 
a subsidiary printing concern to issue 
the necessary publications, the writing 
and editing of which was entrusted to 
experts in various departments. Many 
of these publications, of a high general 
level of excellence, have been noticed 
in these columns. The present volume 
is in no way inferior to its predecessors. 
It is not a handbook on locomotive 
engineering intended for designers and 
engineers, but a practical introduction 
to the working and management of 
engines for the guidance of the running 
staft It is now in its second edition, 
and has been thoroughly revised. 

\fter a brief notice of the historical 
development of the steam locomotive, 
the classification of the various types 
is described, with the German system 
of numbering and marking engines to 
indicate their characteristics. This is 
followed by a chapter on materials, 
fuel, lubricants and the various metals, 
with concise details of the chief physical 
and chemical properties involved. The 
theoretical basis of locomotive con- 
struction is then expounded in detail. 
Components of the locomotive are 
described with the aid of drawings, 
diagrams and photographic illustrations 
of all down to the smallest parts. Loco- 
motive tenders and tank locomotive 
fittings have a section to themselves, 


followed by concise notes on special 
types of locomotives, such as fireless, 
rack-rail, coal-dust fired, high-pressure, 
and turbine locomotives. Brakes, run- 
ning shed equipment, and locomotive 
testing are dealt with in succeeding 
pages, and standard Reichsbahn loco- 
motive types are listed, with a table 
of their leading dimensions. The three 
folding plates give outline dimensioned 
drawings of a number of locomotives, 
and five separate plates, detachable for 
instructional purposes, present detailed 
arrangement drawings of a complete 
locomotive and its constructional fea- 
tures. The volume covers the field 
concisely and comprehensively and the 
author is to be congratulated on the 
thoroughness with which he has accom 
plished his task. 


University of Illinois Bulletins. 
The following bulletins have been issued 
by the Engineering Experiment Station 
of the University of Illinois, Urbana : 

No. 72. The Friction of Railway 
Brake Shoes at High Speed and Pres- 
sure. By Herman J. Schroder. Price 
60 cents. 

No. 75. Two Investigations on Tran- 
sit Instruments. By William H. Rayner. 
Price 25 cents. 

No. 77. Papers Presented at the 
Twenty-Fifth Annual Conference on 
Highway Engineering. Price 50 cents. 

No. 79. Fatigue Tests of Riveted 
Joints. By Wilbur M. Wilson and Frank 
P. Thomas. Price $l. 

No. 81. Solutions for Certain Rect 
angular Slabs Continuous over Flexible 
Supports. By Vernon P. Jensen. Price 
$1. 

No. 84. A Distribution Procedure 
for the Analysis of Slabs Continuous 
over Flexible Beams. By Nathan M. 
Newmark. Price §l. 

No. 90. Factors Involved in Plate 
Efficiencies for Fractionating Columns. 
By Donald B. Keyes. Price 20 cents. 

No. 93. Fourth Progress Report of 
the Joint Investigation of Fissures in 
Railroad Rails. Price 15 cents. 


Old Books.—We have just received 
a copy of “* The Two Hundredth Cata- 
logue of Old Books on Many Subjects 
Specially Selected from the Stock of 
Grafton & Co.’ The interest which this 
firm has taken in railway subjects for 
many years past is well known, and 
it is natural, therefore, that quite a 
number of pages in this catalogue are 
devoted to early railway items. Not 
only are the individual volumes ade- 
quately described and priced, but also 
brief notes are appended as to precise 
condition and importance. In addition 
to the items classified under railways, 
there are subject headings for canals, 
engineering, science, shipbuilding, steam 
engine, and telegraphy, all of which 
contain entries of direct or indirect 
interest to transport. We understand 
that copies of this catalogue may be 
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obtained on application to Grafton & 
Co., Coptic House, 51, Great Russell 
Street, London, W.C.1. 


Small Tools.—The English Steel 
Corporation Limited, of Vickers Works, 
Sheffield, has published a complete 
catalogue of its range of small tools. 
This is a well-bound publication, con- 
taining 239 art pages and illustrations 
of all the lines listed. In addition to 
the usual range of cutters, broaches, 
drills, files, saws, and miscellaneous 
tools, a miscellaneous section lists two 
interesting optical measuring devices. 
One of these is an optical comparator 
in which the variation from the desired 
limits of parts under measurement is 
magnified 1,000 times on an illuminated 
screen. The other device is a contour 
projector which throws on to a screen 
at 50, 25, or 10 times actual size the 
outlines of parts to be checked for size 
or wear. 


Spray Paint Gun.—A new spray 
paint gun has been placed on the market 
by B.E.N. Patents Limited, of Gorst 
Road, Park Royal, London, N.W.10. 
It is known as the Varispray, a special 
feature being a control by which the 
operator can change the spray from fan 
to round form without interruption of 
the spraying process. An_ illustrated 
folder describing the appliance shows 
the convenient grouping of the knurled 
knobs actuating the spray control, the 
needle valve and the rotatable spray 
head, a half-turn of which produces 
either a horizontal or a vertical fan 
spray. Two types of gun are available, 
one with a quick-operating clip for 
holding either a pint or quart siphon 
cup, and the other for use in conjunc- 
tion with a pressure- or gravity-feed 
paint container. A useful feature of the 
descriptive folder is a table of recom- 
mended air pressures for different 
materials to be sprayed. We reproduce 
an illustration of the Varispray gun. 
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THE SCRAP HEAP Birnie, stationmaster, Lossiemouth 
who displays much canine intelli: nce 
ee ’ as an active worker for charity. He js 
KING BORIS DECORATES 1,000 age, intimated her claim three months provided with a special collecting box 
RAILWAY MEN ago, on the ground that her parents and in the summer of 1937 collecte £5 
King Boris, who is well known for his did not receive compensation at the in aid of a local hospital scheme. This 
interest in railways and railway engines, time of the disaster in 1879. In an season he has already been wor'ing 
s ; 71 , y ~153 r”c * ° ~ =~ 
last week presented decorations to interview when the claim was lodged, evertime on behalf of the Railway 
1,000 railwaymen on the occasion of Miss Scott said she was the only Benevoient Institution Widows’ ind 
the fiftieth anniversary of the Bulgarian surviving member of the Scott family, Orphans’ Fund. 
State Railways. and, as her brother had never married, m ‘ ” 
she felt that she could be regarded as 
* * , ; ee aa von : os 
* his heir. My parents were so over- At Liverpool Street station on Ti:es- 
DISRAELI’S JOURNEY IN 1839 come by grief at the loss of their son day, Colonel H. H. Mauldin, Superin- 
A letter to the Editor of The Times in 1879 that they did not lodge any tendent (Eastern Section), Southern 
last week, from Mr. Alexander Behr, of claim at the time,’’ she said. ‘‘ The Area, L.N.E.R., presented Mrs. Ada 
Antwerp, contrasted Mr. Chamberlain's result was that they did not receive a Milton with a cheque from the com- 
recent journey to Germany of less than penny.’’ Miss Scott’s brother was pany for 10 guineas, for her pro pt 
two hours with that Mr. Disraeli made 26 years of age. On the night of the action in warning the station staff at 
in 1839, who described it in the follow- disaster he had been off duty and was Broxbourne that a telegraph pole had 
ing words: ‘‘A rough but very rapid returning home after paying a visit to fallen on the line in the path of an 
passage carried us to Calais, only two his fiancée when he lost his life in the e€Xpress. [he pole collapsed during 
hours and twenty minutes, but Mary collapse of the bridge. The Com- the gale on October 5. Mrs. Milton 
Anne suffered dreadfully, as indeed all missioners of the Tay Bridge Disaster ran through the storm for just over 
the passengers except myself. How- Fund, who still have money in hand, a quarter cf a mile from her lineside 
ever, we got off the evening of our have been considering Miss Scott’s cottage to the station to give the 
arrival, and slept at Dunkerque; arrived claim. warning. Colonel Mauldin said the 
at Ostende the next day, just as the * * * company had received a number of 
train was about to start for Brussels; ON THE HOOK CONTINENTAL letters ise Nas ge Milton A action 
got our carriage hoisted on and reached ‘‘ What is this delicious ice, waiter? from ee in the train that was 
that place at 8.30. From Brussels It isn’t like the usual railway ice at stopped. . 
reached Liége, through Antwerp by a all.’’ 
railroad, then posted the next day “It’s Coupe Glacée Gresley, sir. Brussels and Ostend Railway.—Since 
through Aix-la-Chapelle. ; We We’ve had many good things said of the completion of this railway the 
arrived at Cologne two hours before the it.”’ whole journey from London to Brussels 
steamer set off. Completed the whole “* Gresley? I didn’t now he de- may be accomplished in 20 hours. 
passage to Pforzheim without leaving signed ices, too. Well, they’re as good “ . - 
the boat, sleeping very comfortable in 4s his engines. Nuff said.”’ ; 
our carriage, and on Monday found our- ri a a A NEW VERSION 
selves quartered in the Baden Hof. : Believe me it was some job getting 
Such are » revolutions of modern Heclor of Lossiemouth is a fine that big fish home—TI had to wait for 
Such are the revolution 
travel.’’ (From Disraeli’s letter to his iuabrador retriever, owned by Mr. A. R. a corridor train.’’ 
sister ‘‘Sa’’ from Baden Baden 
dated September 19, 1839.) MAY, 1869. 
* + 
. SA AWS EA. se IW ES REO ME BLESsS. 
The bus stopped with a jerk , Oystermouth Railway Time Table. 
and deposited a gentleman, who sian 5: 
was about to alight, on to the Single | Return DOWN TRALYS WEEK DAYS. BG SUNDAYS, 
knees of a fellow passenger. is ass, | aa Lie aie he 
P ‘an. > ‘ or a ane mrn. | mrn. \mrn. | ft aft 4 a aft oft. | mn mrn. | mrn, 3 q q 
He apologised to the latter, | | BANS EA 180) 8 0 lio ota 30] 2 0 oo | Mui sta | Po | 70 | "0 6 "0| 10 0| 2%] so | 6% o| 8% 
saying, ‘‘ Excuse me, sir. I sup- | Noe. Hoten's Rood ...16 8/8 S]0 Hie sje els 8|s sic 28] 7 8/8 a G8]o s/w sla sis slo s|s 3 
pose you did not know I was a | |] water Works Rood... 6 12/8 22 lio 12)12 42] 2 12/3 a2} 4 22/5 a2) 712) 6 42 912]6 12|1012|2 12/3 12/6 12|8 42 
La slander ” 4d. | 34. OF 440 T Syotty Road .... 6 16} 8 16/10 16)12 46] 2 16)3 16) 4 16 5 36 | phat 6 | 916)6 16; 1016/2 16/8 16/6 16)/8 4 
“Ev —T bus smiled ex } | | + |)6 25} 8 25 flo 25112 55} 2 25) 3 25|* 2%) 5 45| 725] 8 55 925]6 25/1025]2 25/3 25/6 25/8 65 
Everyone in the bus smiled ex- me Lilie ud... 90/8 soho a1 2 als sol 4 g0)5 | 790/09 o| eels lichls wis wlecale se 
cept the passenger he had sat } West Cross Boad 6 33} 8 33/10 33) 1 3) 2 33} 3 33/4 93/5 33 733|9 3 933/6 33) 1033/2 33 | 3 33}6 33/9 3 
ca | aa } | Norton B .0.-00 } a | 9 . = 
upon who, when the gentleman a. | 6d, 04.'8a) | SOPMBLES 2. 1] % | 8 49 10 43) 1 13) 2 43/3 43) 4436 3| 743) 9 13 er S| eet ais we ee 
had left the bus, said, ‘‘ Can any- FARES. 
one tell me why that silly ass re Single.| Return) UP TRAINS WEEK DAYS. ATURDAYS SUNDAYS. 
ferred to himself as an Eskimo? CE ae) a 2 es Mot etre Mait 
i ‘i MUMBLES : 9 0 lo 0 Sols’ e Pa s Xe fe 8” 30 lg 0 10 0 < s*"e ao "se 
. Ferien Road sna [9 10| 1010) 11 10/2 10} 3 10/4 10)5 10) 710; 8 40 | 8 10]}1010/1 10/6 10]7 10/8 40 
y Y BRIDGE DISASTER | | f] pat oa 9 13/10 13/13} 2 13} 3 13) 4 13/6 13, 713!8 43 8 13 had be 13}/6 18/7 13/8 43 
IK y ’ BRIDGE SAS E | 4 | 
"ot os’ tees eee Miss wk P |i ea J}9 18} 1018] 18] 2 as} 3 18] 6 8 48 |e 18 10181 38/6 1817 1B) 8 48 
1e St. Andrews woman, Miss | U seetty toad To 23/10 23131 93/2 23/3 23] 8 53 | 8 23] 1028/1 23/6 23|7 2/8 63 
Janet Patterson Scott, 9, Bridge sa. | 4a.]9a.lea | Water Works Road.) 9 27| 1027 | 11 27 | 2 oz|a ars 18 57 8 27 wai 27/6 27|7 27|8 57 
ED . / ee ; oan ’ img Se ( | St. Helen's Koad ......9 35/10 35/1135/2 35/3 a5} 4 } Si9 & 8 35/1035/1 35/5 a5/7 aslo 5 
Street, St. Andrews, who recently 14.| 5a. ftoals | lowe arrspa : anhalt halie ale att alk al tule ee ‘easloals ale als als 
lodged a claim for compensation ' | SY Batland-strest | ad 
from the Tay Bridge Disaster Fur Conveyance of Goods, Hire of SPECIAL CARRIAGES, and SALE OF TICKETS, at a DISCOUNT, apply to Mr. R. Witutams, at the 
Fund, died on Saturday, Septem- an ‘ eens Son sees, CI ; , : . 
9, aa = ° NOTICE.—To TOURISTS anv VISITORS.—Tur MUMBLES is replete with every accommodation for Visitors, picturesquely situated in the 
ber 24. The claim, made sixty inmediate vicinity of lofty rocks, the extensive Ruins of Oystermouth Custle, and the Bays of-Langland, Bracelet, and Caswell, renowned for 
rear ’ . > cratac > 16 their bathing sands, rare shells, and sea flowers. 
years after the atastrophe » Was re 4 TIME TABLES may be had of Mr. Henpret Joves, Printer, 81, Oxford Street, Swansea. 
in respect of Miss Scott’s brother, N.B.—Passengers will not be entitled to clsim for the loss of, 01 damage done to, any Luggage-while on the Carriages or Premises of this Line 
David Scott a goods guard on unless the sa ae has been booked and paid for, the value not to exceed Ten Shillings. 
the Nortl Briti h R: ie > Com Beason Tickets will Le issued on and after the Int March, 1868, apply at the Swansea Station. 
BS SNOSEN SUSE SUE Additional Trains will run on WHIT MONDAY. 
pany, who lost his life in the F , : , , J 
chew thek tenes dieses dee A timetable from the Railway Club collection (reproduced by courtesy of the 
bridge. The Scotsman states that Honorary Librarian, Mr. H. W. Bardsley) of the passenger service on the 
Miss Scott, who was 74 years of Swansea & Mumbles Railway during its horse traction days 
* 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


SOUTH AFRICA 


Overseas Visitors 
xtent to which the administra- 
ti publicity efforts were successful 


is vn in the report for 1937 (just 
D ved) by the volume of overseas 
h . traffic, which totalled 33,644 
\ compared with 35,270 in 1936, 
th ir of the Empire Exhibition in 


nesburg. It is expected that both 
\frikaans and English versions of 
t uth African historical film will 
mpleted before the end of 1938. 
Traffic Position 
feature of the traffic position dur- 
1937 was the fact that the usual 
decline in traffic during the period 


January to May did not occur. Nor- 
mally, advantage is taken of this lull 
to build up large reserve stocks of coal 
for locomotives and other railway pur- 
poses, and to concentrate on the con- 
veyance of other departmental traffic. 


Last vear this could not be done, and a 
serious shortage of coal for locomotives 


developed. The administration was 

npelled to appropriate considerable 
quantities of coal in transit in order to 
keep its steam locomotives supplied. 
The stocks of locomotive coal even- 


tually became so low that there was no 
alternative but tc recommend to the 
Government the prohibition of the ex 
port of coal except under special per- 
mit 
New Works, Locomotives, 
and Rolling Stock 

The report states that the adminis- 
tration has, since the close of the de- 
pression period, actively pursued an 
extensive programme of new works in- 
ended to facilitate the handling of 
raffic, especially in the Reef area, and 
hat an equally extensive programme 
for the acquisition of new locomotives 
and rolling stock has been carried out 
since 1983. The new works and rolling 
stock programmes referred to will ulti- 
mately involve an expenditure of nearly 
£44,000,000. New works for improving 
traffic facilities in the Reef area alcne 
ire estimated to cost approximately 
£5,000,000 when completed, but many 
of these, it is stated, are still in the 
stage where they constitute a hindrance 
to rather than a means of facilitating 
expeditious traffic movement. Since 
March, 1934, 174 new locomotives and 
the equivalent of 11,126 new merchan- 
dise-carrying short trucks have been 
placed in service, and a further 404 
locomotives and the equivalent of 9,531 
short trucks are on order or have been 
vuthorised. This stock represents a 
total expenditure of approximately 
£21,000,000. 


+ 
t 
1 
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South African Airways 
[he report states that when the 
orders for additional aircraft are com- 
pleted, the South African Airways fleet 
will consist of 33 multi-engine and three 


single-engine machines. Lorentz blind 
{lying equipment has been installed at 
Wingfield aerodrome, Cape Town, and 
all new aircraft are to be equipped for 
the operation of this system. Good 
progress has been made with the estab- 
lishment of emergency landing grounds 
on scheduled air routes, and arrange- 
ments are in hand for the provision of 
40 such grounds altogether. 

The operation of the administration’s 
airways services for 1937 resulted in a 
net deficit of £96,780 compared with a 
net deficit of £70,378 during 1936. 
Earnings totalled £133,446, an increase 
of £39,754, but expenditure, inclusive 
of interest and depreciation charges, 
amounted to £230,219, an increase of 
£66,600 compared with the figure for 
1936. During the year under review, 
3,528 scheduled machine flights were 
undertaken, an increase of 1,470, and 
the mileage fiown totalled 1,110,076, 
compared with 571,980 during 1936. 
The number of passengers carried over 
single stages during 1937 totalled 
18,498. 

Hostel System 

The administration’s hostel system, 
providing at a reasonable figure board 
and lodging for unmarried European 
labourers and junior members of the 
graded staff, was extended during the 
year by the opening of additional 
hostels at East London and Bloemfon- 
tein. To the end of 1937 there were 
eight hostels in use. 


NEW SOUTH WALES 


Car Diagram Bureau, 
Sydney Station 

Prior to 1928, reservations of sleep- 
ing berths and seats for trains leaving 
Sydney were made at the booking 
office at Sydney station, and the City 
ticket office, Martin Place. With the 
object of doing the work better, how- 
ever, a car diagram bureau’ was 
established in May, 1928, in an office 
away from the travelling public. 

To meet increasing demands for 
reservations of sleeping berths and 
seats, with the least inconvenience to 
the public, a larger telephone switch- 
board was brought into service in 
January, 1938. This board contains 
39 lines (eight of which are emergency 
lines) connected with ticket windows 
at Sydney booking office and City 
ticket office, the N.S.W. Government 
tourist bureau, the Victorian tourist 
bureau, and the Queensland tourist 
bureau. 

The switchboard is divided into 
eight panels, from any one of which 
all 39 lines may be operated. This 
makes it possible to divide the work at 
peak periods among eight men, who 
handle all orders for reservations with 
expedition. A ninth panel for the 
purpose of supervision and making 
reservations when necessary is on the 
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table of the controlling officer. At an 
early date arrangements will be made 
to bring 42 of the most important 
metropolitan suburban stations into 
direct telephonic communication with 
the diagram bureau, thereby facili- 
tating seat and berth bookings by 
suburban residents. ; 

Car diagrams, arranged in ‘“‘ line 
order—that is South, South Coast, 
West, North, and North Coast—are 
situated within easy reach of the 
clerks dealing with reservations for the 
line concerned. The diagrams are so 
designed that a reservation may be 
made with a minimum of handling. 
For instance, a_ reservation from 
Sydney to Kalgoorlie (W.A.) may be 
made by withdrawing one tray. Long- 
distance train travellers will under- 
stand and appreciate what this means 
in saving time. Such an organisation 
eliminates many irritating delays to 
the public and makes smooth their 
booking path. 

Seat reservations may now be made 
on 98 distinct trains. The popularity 
of seat booking will be apparent from 
the figures quoted below. Although 
the car diagram bureau was working 
for only the latter six months of the 
financial year, in that period 150,535 
seats, and 58,313 berths were reserved 
on trains leaving Sydney. 

Reconstructed Stock for South 

Coast Daylight Express 

In the Eveleigh workshops the re- 
modelling of the South Coast Day- 
light express stock for the Sydney— 
Nowra fast daily service, was begun 
in January. This reconstruction 
brings another important train in line 
with the Caves and Southern Highlands 
expresses, and The _ Fish _ train, 
between the City and Mt. Victoria. 
These daily, fast trains are growing in 
popularity and contributing much to 
improved business results. 

The six-car train for the South 
Coast service is composed of corridor 
cars, with modern comforts, and in the 
bogies special springs are incorporated 
making for smooth riding. The new 
train accommodates 66 first class and 
160 second class passengers. There are 
communication vestibules between the 
carriages, and a_ buffet service is 
provided. 

New De Luxe Sleeping Cars 

[In our issue of September 16 on page 
488, we published a brief announce- 
ment regarding the completion of two 
new sleeping cars for the Sydney— 
Aibury section of the Melbourne 
Limited express. The following are 
further details of these cars, of which 
three have now been constructed, re- 
ceived from our correspondent in 
Sydney.—Ep. R.G.] 

Each car has eight two-berth sleep- 
ing compartments and one de luxe 
cabin, much roomier than an ordinary 
compartment, containing one or two 
beds, as may be required, dressing 
table, and other comforts. These new 
sleeping cars have a sitting saloon at 
each end, special ventilation, and hot 


” 
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and cold water services. The de luxe 
cabins are beautifully panelled in 
polished silver silkwood, and Queens- 


land walnut, with Florentine gold 
fittings, and concealed lighting. They 
are decorated with original water- 
colour paintings. The corridors and 
the: saloons are panelled with Tas- 
manian brown oak and Queensland 
maple, and have  chromium-plated 
fittings. The sitting saloons, which 


are available to any sleeping car pas- 
senger on the train, have seating 
accommodation for 27 people, and are 
equipped with fixed and movable 
chairs upholstered in modern fashion. 
Attention has been paid also to floor 
requirements. Two layers of rubber, 
covered with thick carpet, add to the 
comfort of 


WESTERN AUSTRALIA 


Australian Railways Interstate 
Commissioners’ Conference 

The biennial conference of the com- 
missioners of the various Australian 
State railway systems, and the General 
Manager of the New Zealand Govern- 
ment Railways, was held in Sydney, 
New South Wales, during the week 
July 11 to 16, 1938, and in accordance 
with the rotational system in operation, 
Mr. J. A. Ellis, M.Inst.C.E., M.I.A. 
(Aust.), Commissioner of the Western 
Australian Railways, presided as Chair- 
man. An agenda comprising nearly 200 
items, covering various phases of rail 
way working, was disposed of during 
the conference, and as a result the 
systems submitting the items will bene- 
fit from the experiences and views of 
the neighbouring States. 

The conference has also enabled the 
various commissioners to exchange 
views and ideas on matters of mutual 
interest, such discussions being particu- 
larly valuable in view of the long dis 
tances between the Australian capital 
cities, and the otherwise limited oppor- 
tunities for personal contact between 
the administrative heads of the railway 
systems. 


passengers. 


TASMANIA 


Prospect of a Superannuation Fund 

The establishment of a Superannua 
tion Fund covering railway officers and 
employees is a subject which has been 
prominently in the minds of members 
of the railway staff for many years. 
The indications at present are that the 
Government will inaugurate such a fund 


during the coming session of Parlia- 
ment The passing of the National 
Insurance Scheme by the _ Federal 


Parliament has helped to bring matters 
to a head in connection with the Super 
innuation Fund. As the financial obli 
gations upon the State Government 
would have been very heavy under 
the National Insurance proposals, it is 
considered that it will probably be 
found that a Superannuation Fund 
which would give more general satis- 
faction to the.staff can be established 
at no more than the cost of national 


THE RAILWAY GAZETTE 


insurance. The pronouncement of the 
Government is being eagerly awaited 
not only by the railway staff but by 
all sections of the public service. 
New Rail-cum-Road Bridge 

A work of considerable magnitude for 
a small State such as this is the re 
placement of the two bridges over the 
River Derwent at Bridgewater by a 
combined road and rail bridge. Work 
upon the new bridge, which will be of 
reinforced concrete construction, has 
already begun, and will, it is expected, 
take about two years to complete. An 
opening must be provided to allow 
steamers to serve the Derwent Valley 
district as far as New Norfolk, es- 
pecially as traffic on the river will be 
greatly increased by the activities of 
the Paper Pulp Company, which is now 
busily engaged in preliminary work for 
the erection of its factory on a site a 
few miles south of New Norfolk. 


Goods Train Derailed Due to 
Broken Axle 


A more than usually serious derail 
ment occurred recently on the main 
line between Hobart and Launceston. 
While a heavily laden goods train was 
running down a steep incline one of 
the axles of a steel coal wagon broke, 
and a large portion of the train became 
derailed. Among the derailed vehicles 
were two large petrol wagons which 
overturned. As the derailment occurred 
at a point where there is only a single 
track, some hours elapsed before re- 
pairs were effected and through traffic 
could be resumed. 


Industrial Developments 

It is expected that work at the new 
paper pulp factory at Burnie, on the 
North-West Coast, will be in full swing 
by the end of the year. Special trucks 
with a carrying capacity of 12 tons 
have had to be built for the wood 
traffic, and it is anticipated that they 
will be fully taxed to meet its require- 
ments. 

The output of cement from the 
Goliath works at Railton continues at 
the maximum capacity of the plant. 
As the cement is of the very highest 
standard of quality there is a steady 
and ever-increasing demand for its use. 


INDIA 


Bihta Disaster Echo 

Speaking in the Council of State at 
Simla on a resolution on the Bihta 
derailment, Sir Guthrie Russell, Chief 
Commissioner of Railways, said that 
his lips were sealed on many matters 
arising out of Sir John Thom’s report, 
as these were at present sub judice. 
All that the Government could do, 


apart from its action to prevent the 
recurrence of railway disasters in 
future, was to compensate the 


relatives of the dead and the injured. 
Five Provincial Governments had 
set up advisory committees for assess- 
ing the compensation. He further 
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stated that on certain railways ‘‘ XB” 
engines had run quite satisfactc:ily. 
They had, for instance, caused no 
anxiety to the M. & S.M.R. ev at 
speeds of 70 m.p.h. 

On September 4, the Pacific Loco- 
motive Committee inspected the si‘e of 
the Bihta accident and examined the 
effect on the track of running ‘‘ X3”’ 
engines at various speeds. It is note- 
worthy that the engines attached to 
the special trains in which the com- 
mittee is touring are mostly of the 
“ee” 6ctType. : 


Green Arrow Service on E.B.F 

Express services have long 
been introduced on many Indian rail- 
ways with no small success. With 
effect from September 16, the Eastern 
Bengal Railway administration has 
introduced the Green Arrow system of 
registered transit. For a fee of only 
a rupee (Is. 6d.) a consignment— 
goods or parcel, irrespective of its 
size—the consignor and consignee will 
derive the following advantages and 
privileges :— 


goods 


(1) Quick transit will be ensured. 

(2) Prompt service of notice of arrival 
the consignee will be guaranteed. 

(3) Intimation of delivery will be 
the consignor. 

(4) The consignor or consignee will be able 
to ascertain the whereabouts of the consign 
ment during transit, thus facilitating diversion 
of the consignment, if desired. 


Flood Area Concessions, E.B.R. 

In view of the magnitude of the 
floods that have swept large areas in 
Bengal served by the Eastern Bengal 
Railway, the management of the rail- 


given t 


way has offered to transport goods 
meant for flood relief at greatly re- 
duced rates. The concession is very 


liberal in the of the principal 
foodstuff, rice, the railway carrying it 
at the minimum statutory rate, 
namely, , pie a maund a mile (or 
less than 4d. a ton-mile). The action 
of the railway is deserving of the 
highest commendation. 


case 


Developments on Mysore Railways 


It is understood that the Mysore 
Government has sanctioned the ex- 
tension of the Birur—Sagar line to 
Talaguppa, a distance of 10 miles from 
Sagar. The new line, the construc- 
tion of which is shortly to begin, will 
traverse dense forests and will open 
out an area hitherto lacking in trans- 
facilities. Though the line is 
primarily intended to facilitate the 
transport of heavy machinery and 
stores to the Jog Falls in connection 
with the large hydro-electric scheme 
the Government has in hand, it is ex- 
pected to earn a fair amount of 
revenue from the transport of timber 
and other forest produce. The new 
line is estimated to cost about Rs. 7 
lakhs (£52,500). 

The Mysore Government has 
decided to re-examine an old project 
for the construction of a 30-mile rail- 
wav from Kadur to Chikmaglur. The 
scheme investigated about 25 
years but the traffic prospects 
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wert onsidered attractive enough 
to ji the expenditure of over Rs. 
20 | the estimated cost of con- 

A fresh traffic survey has 





ae 
“nes ered in view of the possibility 
that nditions may have since 
chan due to the establishment of 
coft ring works at Chikmaglur, and 
to Bangalore—Harihar _ section 
com inder the management of the 
Mys Railways. It is also gathered 
that e local District Board is 
strol in favour of the construction 
of t railway and has accumulated 


ff about Rs. 11 lakhs for the 
by the levy of a railway cess. 


SWITZERLAND 


New Signalling Installation at 


pur} 


Sargans 

I e Swiss Federal Railways Bulletin 
is described the new all-electric power 
signalling installation at the important 
jun n of Sargans, which supplants 
an out-of-date system brought into use 
in 1908 and modified in 1923. 

[The new installation comprises a 
signal box, spanning the lines, a station 
supervisor’s control apparatus in the 
station buildings, and a small shunting 
yard box which is opened only when 
required. The electric signal frames, 
the equipment for which is supplied 
by the Sequini Signal Works at Wallis- 
ell near Zurich, have knob-type 
handles of the German pattern. Hassler 
of Berne is responsible for the block 


apparatus. 
For many of the points track-circuit 


locking is used in place of locking bars. 
The point machines’ are normally 
operated by a.c. motors at the traction 
frequency of 16%cycles but are capable, 
if necessary, of being worked from the 
local 50-cycle a.c. mains. Running 
signals are colour-lights, but the shunt- 
ing prohibition signals, which need 
to be seen over a larger area, are of the 


customary cross-armed type, motor- 
ope rated. 

[he signal indicators, with route 
indicators supplementing the home 
signals, conform to those at Briigg, 
described in THE RatLway GAZETTE 
for February 7, 1936. 

Electric motors operate the level 
crossing barriers in two directions, and 
the lock-and-block system used on all 
converging lines is worked by a.c. 
from the traction supply or, in case of 
failure, by hand generator. 


UNITED STATES 


Pennsylvania Railroad Expresses 

During the last week in September 
five important through trains of the 
Pennsylvania Railroad celebrated birth- 
day anniversaries; three, the Red 
Arrow, the Golden Arrow, and the 
Statesman, running east and west, and 
the other two, the President and the 
Representative, north and south, con- 
necting the chief cities on the electrified 
section along the east coast. 

The Red Arrow, overnight train be- 
tween New York, Philadelphia, and 
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Detroit, was 13 years old on September 
27, and the Golden Arrow, between 
New York, Philadelphia, and Chicago, 
celebrated its 9th anniversary on Sep- 
tember 29. Westbound, it provides 
practically a midnight departure from 
New York with afternoon arrival in 
Chicago, and, eastbound, a luncheon- 
hour departure from that city with 
early morning arrival in the east. One 
of the three original 20-hr. Pennsyl- 
vania trains between New York and 
Chicago, the Golden Arrow, now takes 
18} hr. westbound and 17} hr. east- 
bound. 

The President and the Representa- 
tive were both inaugurated on Septem- 
ber 27, 1931. The President provides a 
morning, and the Representative a mid- 
afternoon, fast service between New 
York and Washington and intervening 
cities. The Statesman, also observing 
its seventh birthday on September 27, 
provides an overnight service between 
Pittsburgh, Baltimore, and Washing- 
ton, with conveniently late departures 
from each terminal and early morning 
arrivals. 


Expansion of Air-conditioning 

During the year ended July 1 last, 
1,384 additional coaches and Pullman 
cars in the U.S.A. were equipped with 
air-conditioning plant, bringing the 
total number of vehicles so fitted up to 
10,803. 


Freights Still Depressingly Down 
As indicating the plight of American 
railroads generally, it is significant that 
during the week ended September 3, 
19 and 34 per cent. fewer wagons were 
loaded than in the corresponding weeks 
of 1937 and 1930 respectively. Total 
car loadings for the year up to that 
week were: 1938, 19,543,279; 1937, 
25,934,207; and 1930, 31,428,015. 


THE NETHERLANDS 


Reductions of Service 

On. October 2 the Netherlands Rail- 
ways withdrew the passenger service on 
the Emmen—Gasselternijveen line. <A 
reduced service is being run on the 
Assen—Stadskanaal line until Decem- 
ber 1; the closing of this line is a result 
of the heavy working losses that have 
occurred, 


Royal Jubilee Traffic 


The Netherlands Railways’ ex- 
perienced some days of very heavy 
traffic during the 40 years’ jubilee cele- 
brations of Queen Wilhelmina, of which 
some particulars have been made pub- 
lic. For the Army review at The Hague 
on August 29, 34 military trains were 
run, conveying 10,000 soldiers and 1,300 
horses. To facilitate reaching the re- 
view, cheap return tickets were made 
available from 11.0 a.m. at 91 stations 
and 25 extra passenger trains put on; 
20,000 passengers, excluding soldiers, 
were conveyed to and from The Hague. 

A review of the fleet was held at 
Scheveningen on September 3. Cheap 
return tickets were again issued at 91 
stations. In all 46 extra trains were 
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run, including 5 for sailors. About 
72,000 persons were conveyed to and 
from Scheveningen. 

A royal train was run on Septem- 
ber 5 from The Hague to Amsterdam 
via Gouda, Woerden, Breukelen, Nieu- 
wersluis, and Uithoorn. The Queen 
arrived at the capital city of the coun- 
try at the Haarlemmermeer station, 
which was gaily decorated; 32 specials 
were run on this date. 

September 6 was a national holiday. 
Traffic from and to Amsterdam was 
unusually heavy. There were 115 
special trains. The illuminations on 
the following days attracted crowds to 
the city. The extra trains run were 
30 on September 7 and 8, 22 on Sep- 
tember 9, 52 on September 10, and 25 
on September 11. During the week 
345,000 persons were carried to Amster- 
dam. Assuming all returned, 690,000 
were conveyed. On the special holi- 
day, National day, alone, 90,000 came 
into Amsterdam and had to be taken 
out again. Altogether 306 extra pas- 
senger trains were run to and from that 
city, not counting the many empty 
trains and light engines. 


SPAIN 


Claims for War Damage 

The Gaceta de la Republica of Sep- 
tember 8, 1938, publishes a Decree of 
September 7, signed by the President, 
Sr. Azania, and the Prime Minister, Sr. 
Negrin, creating a _ section of the 
Supreme Court to hear and decide 
claims presented by foreign subjects or 
corporations against the Spanish State. 
The Court will receive, subject to the 
ordinary judicial preliminaries and pro- 
cedure, all claims formulated by 
foreigners in respect of damage and loss 
to property and interests as a conse- 
quence of incidents of an economic, 
political, or social nature due to the 
war. Claimants may be represented 
before the Court by foreign advocates, 
but these must plead in the Spanish or 
French languages, or must furnish 
sworn interpreters. The section will 
submit its findings to the Supreme 
Court, to be submitted by the latter to 
the Council of Ministers for approval. 


New Narrow- gauge Line 

The Barcelona Official Gazette con- 
tains a Decree dated September 7, ap- 
proving the preliminary project of a 
metre-gauge branch railway between 
Villanueva de Castellon and Carcagente, 
by which the network of local and 
secondary lines of the Valencia district 
will be given direct connection with the 
narrow gauge system of the Province 
of Alicante. The distance between the 
twa points named is not great but the 
old Northern of Spain broad-gauge line 
between La Encina and Valencia will 
have to be crossed at Carcagente. The 
Villanueva—Castellon line is mainly a 
passenger line, with an hourly service of 
railcars. The Carcagente—Denia line, 
with which it will connect, is also 
worked by railcars. An initial expendi- 
ture of 1,500,000 pesetas is authorised 
on the project. 
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BRITISH R AILW AY ST ATISTICS “The Railway Gazette” monthly table for June, 1938 as compared with 3 
June, 1937, compiled from the Ministry of Transport Statement No. 223 . 
=a : 
Description Great | G.W.R. | L.N.E.R. L.M.S.R. S.R. 
Britain* 
PASSENGER TRAIN TRAFFIC— | 4 
Number of pass. journeys (ex. season ticket holders) 110,414,269 7,972,372 17,172,712 27,311,383 19,993,556 "= 
Increase (+) or decrease (—) — 5,454,368 | — 378,471 | — 908,353 | — 931,225 | — 205,384 im 
Passenger receipts (excluding season ticket holders) £5,913,744 £775,464 £1,214,610 £2,056,056 £1,268,509 
Increase (+) or decrease (—) + £574,607 | + £85,419 | + £123,100 | + £298,993 | + £81,338 
Season ticket receipts Py “ £744,963 £42,632 £127,983 £186,694 £261,822 
Increase (+) or decrease (—) -| + £4,394 | — £405 | + £2,042 | — £996 | + £6,969 
Parcels and misc. traffic a (excluding Parcels 
post) ; , ia £1,078,023 £200,248 £334,248 | £396,522 £126,687 & 
Increase (+) or decrease (—) — £31,582 | — £13,315 | + £6,367 | — £11,785 | — £9,739 
FREIGHT TRAIN TRAFFIC— 
Freight traffic (tons) (excluding free-hauled) 19,077,586 4,796,657 8,535,096 8,829,456 1,094,943 
Increase (+) or decrease (—) — 3,550,773 — 906,314 | — 1,700,004 | — 1,343,274 | — 136,083 
Net ton-miles (excluding free-hauled) 1,115,748,532 | 212,335,019 369,302,011 455,202,085 48,765,722 
Increase (+) or decrease (—) .| —173,602,742 | — 38,653,394 | — 62,694,203 | — 63,808,904 | — 4,936,729 
Average length of haul (miles) (excluding free- hauled) 58-48 | 44-27 43-27 51-55 44-57 
Increase (+) or decrease (—) ah : 1-50 | 0-26 | + 1-06 + 0-53 | + 0-9] 
Freight traffic receipts ‘a ae £6,258,405 £1,097,000 £2,006,275 | 2,597,000 £356, 187 
Increase (+) or decrease (—) — £771,983 | — £164,700 | — £261,409 | — £303,000 | — £21,547 
Receipts per ton-mile nee “is 1 -346d. 1 -24d. 1 -30d. 1 -37d. 1 -75d. 
Increase (+) or decrease (—) a oe] + 0 -037d. +. 0 -03d. 0 -04d. 0 -03d. +. 0 -07d. 
Freight train-loads : Average train-load (tons) | 119-69 | 125-29 | 121-74 119-14 101-01 
Increase (+) or decrease (—) _ i 7°61) —- 12-60 | — 8-90 5-47 — 3-17 
Net ton-miles— 
Per train engine-hour 968-79 | 1,027-14 1,002 -63 948-81 769 -29 
Increase (+-) or decrea ase ( = };— 27-17) — 45-65 —- 40-57 | — 7-51 — 35-83 ie 
Per shunting-hour 848 -89 750 +65 923-02 | 904-10 | 566:30 [& 
Per total engine-hour aa 452-44 433-70 480 -59 | 462 -96 326 -35 < 
Net ton-miles per route -mile pe r working day ne) 2,487 | 2,526 2,608 | 2,930 | 1 - na 
Increase (+) or decrease (—) on f= 362 | — 417 | — 418 | — 393 | — Pe. 
Wagon-miles. Total oe es 330,730,672 | 61,318,360 | 116,010,711 136,607,703 | 16,511 004 
Increase (+) or decrease (—) — 40,399,294 | — 6,744,416 | — 14,942,104 — 17,092,930 | — 1,305,224 
Percentage of loaded to total 67-28 69-01 64-16 69 -00 | 68-70 
Wagons per train. Total ; 33-06 | 33-12 33-35 | 33-15 | 30 -96 
Increase (+) or decrease (—) — 1-33} — 1-64 | — 1-53 | — 1:06 | — 1-14 
Loaded 22-24 | 22-86 | 21-40 22 -87 | 21 -27 
Empty ne a + hae 10-82 | 10-26 | 11-95 | 10-28 | 9-69 
Train-miles. Coaching—Per train-hour | 15-40 14-42 14:71 14-69 | 18-09 
Per engine-hour .| 12-27 11-37 11-29 | 11-21 | 15-17 
Train-miles. Freight—Per train-hour .. j I 9-55 9-95 | 9-64 9-38 9-26 
Per engine-hour ine ..| 3°78 3-48 4-01 3-88 | 3°19 
Engine miles Total se ca a eal 49,171,356 7,755,274 13,643,060 18,246,071 | 6,726,153 
Increase (-+) or decrease (—) w ; | — 1,175,203 | — 194,849 | — 480,507 | — 530,783 | + 104,653 
Mileage run by engines. Total train-miles 
Coaching 26,297,268 3,495,453 6,243,433 8,791,626 | 5,105,594 
Freight sta 10,002,900 1,851,245 3,478,100 4,121,394 533,285 
Engine -hours in traffic Total 4,999,969 867,323 1,496,705 1,926,770 524,062 & 
Increase (+) or decrease ( 266,404 — 43,959 | — 90,103 | — 117,609 | — 8,702 
Shunting miles per 100 train-miles 
Coaching . = 7°05 6-95 6-48 7°36 | 7°55 
Freight 69-88 83-15 64-53 64-29 91-77 
Passenger Traffic Statistics: Number did journeys, receipts, and receipts per journey sitesi season ticket —— ne, 1938 
Subject Great G.W.R. L.N.E.R L.M.S.R. S.R. Cheshire | Liverpool | L.P.T.B.+ | Mersey 
Britain Lines Overhead 
Full fares— } 
Pass. journeys 31,047,889 664,283 983,453 | 1,420,253 | 2,974,508 | 14,578 164,051 | 23,943,086 | 77,796 
Gross receipts £981,299 £88,186 | £146,691 £145,147 | £246,065 £2,871 £1,776 | £333,691 | £1,381 
Receipts per pass 7 -59d 31 86d. 35 -80d 24 -53d. 19-85d. | 47-274. 2 -60d. 3-34d.| 4-26d. 
Reduced fares | } 
Excursion and | 
week-end— | | 
Pass. journeys ..| 47,456,499 4,857,017 | 11,354,026 | 17,214,474 | 10,015,088 | 461,846 131,766 1,645,896 | 685,320 
Gross receipts ..| (3,914,558 | £562,293 | £870,960 | {1,581,319 | £767,818 | £36,815 £1,578 £38,237 | £11,638 
Receipts per } 
es journey 19-80d. | 27-78d. | 18-41d. | 22 -05d. | 18-40d. | 19-13d. | 2-87d. | 5 -58d. | 4-08d. 
Workmen | 
Pass. journeys ..| 25,696,576 1,689,842 | 3,411,185 6,747,891 5,643,688 246,798 | 235,640 6,659,050 | 226,756 
Gross receipts .. £387,979 £26,246 | £57,794 £113,715 £95,659 £4,356 | £2,052 | £75,733 | £2,006 
Receipts per | 
pass. journey 3-62d. 3-°73d. | 4-07d. 4-04d. 4-07d. | 4-24d. | 2 -09d. 2-73d. | 2-12d. 
Other an | | | 
Pass. journeys ..| 6,143,270 747,048 | 1,405,529 | 1,897,081 1,361,136 | 39,770 47,234 516,635 | 15,480 
Gross receipts ..| £546,373 £80,054 | £121,985 | £174,270 | £153,449 | £4,040 | £329 | £5,445 | £257 
Receipts per 
pass. journey 21 -35d. 25 -72d. 20 -83d. | 22 -05d. | 27 -06d. | 24 -38d. | 1 -67d. 2 -53d. 3-98d. 
Total } | 
Pass. journeys .| 110,414,269 7,972,372 | 17,172,712 | 27,311,383 | 19,999,556 | 763,378 578,691 | 32,764,667 | 1,005,358 
Gross receipts £5,913,744 T775, 464 | {1,214,610 | £2,056,056 | £1,268,509 £48,455 £5,735 | £453,106 £15,285 
12 -85d. “23 -34d. 16-974. 18-07d. | 15 -22d. | 15-23d. | 2 -38d. 3-32d. 3-65d. 


Receipts per pass. 





* All standard gauge railways t Includes pissengers originating on the railway undertakings, and on the Whitechapel and Bow Joint Railway 
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Surbiton station, Southern Railway. In connection with the reconstruction of Surbiton siation, described in “ The Railway 

Gazette ’’ of May 13, reinforced concrete advertisement display hoardings were erected in suitable positions. This photo- 

graph, taken on the down local platform, shows one of these hoardings. Note also reinforced concrete passenger and 

luggage bridge, with luggage lift shafts and clock tower ; reinforced concrete lamp post, platform walling, milepost, and 
cable troughing 


One of the periodical trips of a load of coal formerly run by the Midland Railway over the Ashby and Ticknall 
tramroad (4 miles 35 chains long) to maintain the right-of-way. The line, which is stated to have been opened 
on June 3, 1799, was built by the Ashby Canal Company and passed into the hands of the Midland Railway 
in 1846. It was officially closed in September, 1915 (see ** The Railway Gazette” of October 8, 1915) and the 
rails removed, although for many years previously it had not been in regular use. The last “trip” was made 


on May 20, 1913 
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NEW ROLLING STOCK FOR THE HOOK CONTINENTAL 


A complete new train has just been placed in service 


on the Liverpool Street 


RAIN of new L.N.E.R. stock has just been placed 
the company’s Hook Continental service. It 
ymprises eleven vehicles having seats for 84 first 


and 240 second class passengers, and in accordance with 


the ial practice for Continental trains, two Pullman Cars 
seat 44 first class passengers are also included. The 
formation of the complete train from Liverpool Street is 


Harwich service of the. L.N.E.R. 


reserved, and every effort has been made to provide the 
maximum possible comfort for the individual passenger. 
The train, which has been designed by Sir Nigel 
Gresley, Chief Mechanical Engineer of the L.N.E.R., was 
built at the York works in accordance with the company’s 
well-known standards of construction, with teak coach 
bodies mounted on welded steel underframes carried on 





The new train on trial trip at Parkeston Quay 


shown in the diagram on the opposite page, and the total 
weight, including Pullman cars, is 485 tons. 

The service from London to the Continent leaves Liver- 
pool Street station at 8.15 p.m. every evening, and the 
service in the opposite direction arrives in London at 
7.53 a.m. The journey time between Parkeston and 
London, 69 miles, is relatively short, and as a large number 
of passengers desire to take meals during the journey the 
demand upon the restaurant car service is very heavy. 
The train has, therefore, been provided with two kitchen 
cars with a considerable proportion of the seating accommo- 
dation in open vehicles, so that passengers may take their 
meals in the seats they occupy for the journey. So well 
organised is the service that as many as 72 first and 162 
second class passengers can have breakfast or dinner in 
comfort within the 1}-hr. run between London and 
Parkeston. A number of first and second class corridor 
compartments are also available for passengers who do 
not wish to have meals and who prefer this type of accom- 
modation. The whole of the seats on the train can be 


compound-bolster bogies. Buckeye automatic couplers 
connected to Spencer-Moulton india-rubber springs, and 
Pullman vestibule type gangways are, of course, used. 

To ensure a quiet interior the whole of the body sides 
and roof are insulated with asbestos acoustic blanket. In 
addition to a }-in. sheet of Sorbo india-rubber under the 
carpet and hair felt between the floorboards, the whole 
of the underside of each vehicle has been insulated by 
means of sprayed asbestos supported on dovetailed steel 
sheeting. The sound proofing has been further enhanced 
by the interior finish, the whole of the inner walls and 
ceilings being covered in Rexine. The windows are 
formed of double glass with an insulating space between. 

The arrangement of the interior of the saloons is similar 
to that of the Coronation and West Riding Limited trains 
and gives the privacy usually associated with compartment 
carriages, whilst retaining the advantages and spaciousness 
of open vehicles. The first class saloons are divided into 
sections by partitions, each section seating four passengers, 
two on each side of a central gangway, but no doors are 
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provided except at the ends of the vehicles. The interior 
decoration is also similar to that of the Coronation 
trains, with wall and roof covered in Rexine, the lower 
portion decorated by ornamental silvered nails forming 
a frieze and used in conjunction with an Alumilited 
aluminium moulding. The chairs, which swivel, are 
upholstered in green and fawn tapestry, and the carpet is 
of dark maroon. Each window is framed in _ black 
ebonised woodwork and is provided with curtains of silk 
brocade suspended behind a pelmet. Net racks of 
aluminium, designed to harmonise with the rest of the 
compartment, are fixed on the cross partitions. Single 
light corner fittings give an individual light to each 


October 14, 193: 


each for use when the train is standing. The usual pantry 
accommodation is provided. 

A particular feature of the whole train is the 
corridors and ample circulating space at the ends of 
carriages, permitting easy circulation of passengers joil 
and leaving, and recognising that passengers travelling 
these trains will take more luggage than that requir 
for shorter journeys, luggage racks have been provide: 
the spacious entrance vestibules. 

The lavatories are decorated in coloured Rexine, 
have washbowls and hoppers coloured to match, as \ 
as a full length mirror. Water is heated by means 
steam in the winter, and an electric immerser heate: 
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The main Continental routes served through the L.N.E.R. port of Harwich 


passenger. A further lamp in an Alumilited aluminium 
fitting is provided in the centre of each section. 

The second class saloons are divided by cross partitions 
into sections for six passengers each, and Rexine, decorated 
with aluminium, is used on walls and ceilings. The up- 
holstery is of green and fawn uncut moquette, whilst green 
carpets with red motifs are provided mounted, as in the 
first class saloons, on Sorbo rubber 3 in. thick. The 
double tables between the seats are provided with hinged 
side flaps. Lighting fittings similar to those in the first 
class compartments are provided, one lamp being fitted 
in each passenger section. 

The kitchens are equipped with electric cooking 
apparatus of the most modern type specially designed 
by J. Stone & Co. Ltd., and supplied by Henry Wilson & 
Co. Ltd. of Liverpool. The equipment consists of the 
main cooking range, comprising roasting and steaming 
ovens, two grills, and a boiling table having four hot 
plates. A separate fish fryer is also provided, and a 
vegetable boiler is arranged near the electrically heated 
sinks on the body side. An automatic water boiler, in- 
cluding coffee and milk urn, manufactured by W. M. Still 
& Co. Ltd., is arranged alongside the hot cupboard on the 
corridor partition, and an automatic refrigerator, having 
separate compartments for iced wines, butter, cheese and 
general provisions, is also fitted. The necessary power at 
180-220 volts is obtained from two 10 kW axle-driven 
generators on each kitchen car, and an Exide-Ironclad 
double battery of 210-amp-hr. capacity is provided on 


summer. Korkoid to match the walls is laid on the floors. 

Filtered air, heated to a comfortable temperature and 
thermostatically controlled, is introduced into the carriages 
at floor level and extracted through grilles in the lighting 
fittings in the roof. Ducts leading to large extractor venti- 
lators enable the air in each vehicle to be completely 
changed every four minutes. The system is similar to that 
ou the company’s streamlined trains and is provided by 
J. Stone & Co. Lid. Direct ventilation is also obtained by 
means of a sliding shutter ventilator above every side 
window. The guards’ compartments at both ends of the 
train are fitted with the necessary switches for the control 
of the electric lights throughout the train. 








SIGNALLING CHANGES AT WEMBLEY Park, L.P.T.B.— 
The second stage in the rearrangement and resignalling of 
the Metropolitan Line tracks between Finchley Road and 
Harrow-on-the-Hill is scheduled to take place on Novem- 
ber 5, and will bring the section from Dollis Hill to Preston 
Road into conformity with the new arrangements already 
effective between Finchley Road and Dollis Hill. The new 
section includes Wembley Park station, where the flyunders 
to the carriage sheds at Neasden and to the Stanmore 
branch will be brought into use. Two-aspect colour-light 
signalling will then be standard throughout the altered 
sections. Route-indicating colour-lights, and a complete 
new set of relays and signal locking circuits have been 
installed at Wembley Park. 
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The Centenary 
of 


Southampton Docks 


This week the Southern Railway Company is celebrating 


t] ntenary of its Southampton docks. Festivities opened 
on Sunday last with a service at St. Mary’s Church, which 
was the annual seafarers’ service of the Master Mariners’ 
Cl the ‘“ Cachalots’’), specially enlarged to form part 
of the celebrations. Wednesday, the actual centenary 
d. was the one selected for the main proceedings, and 
an historical exhibition has been arranged for the last 
three davs of the week (October 13 to 15). Plans were 
n for a dock system to be built by the Southampton 
Harbour Commissioners, who were formed in 1803, but 
this part of the general scheme for improving the harbour 
was not proceeded with, and the practical history of 
Southampton docks dates from the formation, by Act 


of 1836, of the Southampton Dock Company, which held 
its first meeting in London on August 16 of that year 
it the George and Vulture Tavern in Lombard Street. 
This company had an authorised capital of £350,000, and 
immediately took the initial step of buying, as the site 
for the proposed docks, the 216-acre strip of mudland 
at the confluence of the rivers Itchen and Test. According 
to the company’s own announcements, this represented 
one of the most eligible situations in the United Kingdom 
for commercial docks, as it enjoyed the advantage of 
deep water on two sides; on the eastern side the River 
Itchen with about 16 ft., and on the south-west Southamp- 
ton Water with about 10 ft. at low water. The foundation 
stone of the first dock was laid with much ceremony on 
Friday, October 12, 1838, when Joseph Liggins, the Chair- 
man, requested the Deputy Provincial Grand Master of 
Hampshire to lay the stone with masonic honours. 

At this time the London & South Western Railway was 








already open for the section from Nine Elms to Shapley 
Heath (Winchfield) and construction thence to Southamp- 
ton was well under way. The railway was completed 
between London and Southampton on May 11, 1840, 
and so from the earliest days of the undertaking the interests 
of the dock authority and those of the railway company 
were closely identified. In view of the developments 
which were taking place at Southampton, two of the leading 
British shipping companies decided to make the port 
their home terminus. The first was the Peninsular & 
Oriental Steam Navigation Company (in 1840) and the 
second the Royal Mail Steam Packet Company (in 1841). 

The first dock was originally called the North-East 
Open Dock, but is now known as the Outer Dock, and 
to-day is used exclusively by the cross-Channel steamers 
of the Southern Railway. This dock was officially opened 
to general trade on July 1, 1843. 

Soon after the opening of the initial dock, the need for 
provision of dry-dock accommodation at the port was 
realised, the many first-class steamships of the period which 
were regularly using the new dock requiring repair facilities. 
To meet these needs, and within 12 years from the opening 
of the first wet dock, the company constructed three 
graving docks, the first of which—400 ft. long and 21 ft. 
deep—was completed in 1846 and received the largest 
ships of the day. The inaugural docking was made by the 
Royal Mail Steam Packet Company’s Forth, of 1,939 tons, 
which entered for the purpose of being coppered on July 27, 
1846. No. 2 graving followed a year later, and No. 3 was 
completed in 1854. A fourth dry dock was opened in 1879. 

It soon became evident that one dock would be insuffi- 
cient for Southampton, and a second was put in hand. The 
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The ceremony of laying the foundation stone on October 12, 1838 
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area of the Outer Dock is 16 acres, the length of its quays 
2,621 ft., width of entrance, 150 ft., and depth of water at 
L.W.O.S.T., 18 ft. The Inner Dock, opening from it, is 
the only non-tidal basin on the estate, but owing to the 
advantage of double tides, the pair of single gates at the 
entrance can remain open for six hours each day. This 
dock was opened, while still incomplete, at the end of 
1851 ; its area is 10 acres, and the length of its quays 
2,575 ft. The construction of the Inner Dock, coupled 
with the fact that in 1875 the P. & O. Company decided 
to abandon Southampton in favour of London—the last 
steamer left the Southern port in 1882—brought about a 
crisis in the affairs of the Southampton Dock Company. 
Its finances began to feel the strain, and the dock company 
approached the London & South Western Railway Com- 
pany. Asa result, Parliament, in 1886, sanctioned a loan 
of £250,000 by the railway to the Southampton Dock 
Company on the security of a 4 per cent. preference stock, 
specially created. With the funds thus provided, it was 
decided to construct the Empress Dock. 

This, the last extension undertaken by the Southampton 
Dock Company, was opened by Queen Victoria on July 26, 
1890. The opening of the Empress Dock did not afford 
the expected relief, and further financial accommodation 
became an urgent necessity. There was only one source 
from which this could be obtained, and the L.S.W.R. was 
again approached. The then General Manager of the rail- 
way, Sir Charles Scotter, was an able and far-seeing man who 
realised the extent of the opportunity thus afforded, and 
in February, 1891, he persuaded his directors to enter into 
negotiations for the purchase of the dock undertaking. 
The necessary Bill came before Parliament in 1892, and on 
November 1 of that year the docks passed into the hands 
of the railway company for an agreed purchase price of 
£1,360,000. 


Railway Ownership 


Among the first works undertaken by the new owners 
was the construction of berths Nos. 34 to 36. Originally 
known as the Prince of Wales quays, they have since been 
renamed Itchen quays. The quay frontage provided 
totals 1,642 ft. with a depth of water alongside of 28 ft. 
at L.W.O.S.T. The Test quays had been started in the 
‘eighties, but work upon them had progressed very slowly, 
and they were not completed until 1902. The transfer 
of the White Star Line’s New York service from Liverpool 
to Southampton in 1907 necessitated further dock accommo- 
dation, and another deep-water basin was completed in 
1911. The dock, intended primarily for the Liverpool 
company’s vessels, was appropriately named the White 
Star Dock, but after the attraction to Southampton of 
other large liners this was altered, in 1922, to its present 
title, the Ocean Dock. 

The Prince of Wales Dry Dock, the first graving dock 
built under the railway ownership, was brought into use 
in 1895, and the Trafalgar Dry Dock was built in 1905 
in expectation of large transatlantic liners using the port. 
The last of the graving docks, the largest in the world, 
forms part of the latest extensions and was completed 
in 1933. This dock, the King George V, has an overall 
length of 1,200 ft. (1,141 ft. 6 in. at floor level), an entrance 
width of 135 ft., and a depth of 50 ft. 6 in. Soon after 
railway grouping in 1923, the Southern Railway Company 
embarked upon another bold scheme of dock extension 
at Southampton. The bay between the Royal Pier and 
Millbrook Point, some two miles up the River Test, which 
at low tide was a dreary waste of mud, was first reclaimed. 
Work on this was begun in 1927, the first stage being the 
construction of a bank, along the projected line of the 
quay wall, to hold back the water. The bed of the river 
was then dredged to a depth sufficient for the deepest 
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draught ships afloat, and the spoil thus obtained was 
transferred by suction pipelines to the area awaiting recla- 
mation behind the wall. In July, 1928, the construction 
of the quay began. 


Shipping Services 

In September, 1843, the Post Office mail packet estab- 
lishment was transferred from Falmouth to Southampton, 
and the first shipment of mails was made by the R.M.S.P. 
Company’s Tevtot, which lay off the Royal Pier, whence 
she embarked 56 bags for the West Indies. The event was 
duly celebrated by a salute of 13 guns. In the following 
month another important milestone was passed, when the 
local Custom House was elevated to the grade of that 
belonging to a second-class port. The connection of 
Southampton with the North Atlantic trade has been a 
long and honourable one. It dates back at least to the 
17th Century, when, according to the municipal archives, 
a contract was granted by the Government to an unnamed 
local shipowner for the carriage of mails to North America. 
In 1836, the British Queen Steam Navigation Company was 
formed to run a steamer service between England and the 
United States. The British Queen, 2,016 tons, was launched 
in May, 1838, and in the following year she made her first 
voyage between London and New York. The venture was 
not altogether a success, and in 1842 the ship was sold to 
the Belgian Government. The latter promptly used her 
to inaugurate the first steamship communication between 
Antwerp and New York, with a call at Southampton en 
voute. This vessel’s first visit to the port was on May 3, 
1842, when she anchored in Southampton Water, but did 
not enter the docks. 

In 1847 there was formed in New York the Ocean Steam 
Navigation Company, which built the wooden paddle- 
steamers Washington, Hermann, Franklin and Humboldt. 
Starting in 1851, these vessels maintained for some years 
a regular fortnightly service between Southampton and 
New York. A foreign steamship company which at a 
very early date took advantage of Southampton’s dock 
facilities was the Norddeutscher Lloyd, whose first ship 
called in 1856; except for the period 1914-1918, the 
association has remained unbroken to the present day. 
This remark applies also to the Hamburg-Amerika Line, 
whose connection dates from 1857. 

The Union-Castle Company can trace its association 
with Southampton to 1853, when the forerunner of one 
of the two constituent companies, the Union Steam 
Collier Company, was formed. One of the prime movers 
was George Lungley, a shipbuilder of Northam, a suburb 
of Southampton on the River Itchen, and the Union 
Company began with a fleet of five small steamers, ranging 
in size from the 336-ton Union to the 530-ton Norman and 
Dane, intended for the Mediterranean coal trade. When, 
however, they found that the P. & O. had been compelled 
to withdraw its steamers engaged in the Southampton- 
Constantinople service owing to Admiralty demands for 
Crimean War transports, the Union Company transferred 
its attention to the Levant route. In 1857 the under- 
taking was re-constituted as the Union Steam Ship Co. 
Ltd., and entered the Brazilian trade. When this proved 
unprofitable, another change was made to the South African 
route. A mail contract was secured, and on September 15, 
1857, the first sailing from Southampton to the Cape was 
made by the Dane. From then onwards the connection 
between Southampton and South Africa has remained 
unbroken, and was strengthened in 1900, when the amalga- 
mation between the Union and Castle Companies (the 
latter had been operating from Dartmouth since 1872) 
brought the Union-Castle Mail Steamship Company into 
existence. 

The White Star Line transferred its New York service 
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An 1882 view of the Southampton Docks system showing the Inner and the Outer Docks and further extensions 
im progress 


An aerial view showing the dock system prior to the opening of the new extension in 1933 
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from Liverpool to Southampton in 1907. In 1911 the 
Cunard Line decided to use the port, and the’ Albania 
called at Southampton on May 1 of that year, en route 
from London to Canada. Eight years later this famous 
company transferred its express service to New York from 
the Mersey port to Southampton, and the first journey 
was made by the Aqguitania when she sailed from the docks 
on June 14, 1919, with about 5,000 Canadian troops. In 
the following year Canadian Pacific Steamships Limited 
based its principal Canadian service—that to St. Lawrence 
ports—at Southampton. 


Local Steamer Traffic 


The earliest record of steamer trading out of the 
port of Southampton is found in July, 1820, when the 
regular Post Office packet Prince Coburg, owned by Weeks 
& March, was put into service between the Hampshire 
port and Cowes. In 1821 the Thames went from London 
and entered into competition with the Prince Coburg on 
the Cowes run. By 1836 there were two companies firmly 
established at Southampton, with steamers running 
regularly to French and Channel Island ports. These 
were the South of England Steam Navigation Company, 
which had been formed in 1835, and the British & Foreign 
Steam Navigation Company. In 1842 these concerns 
were amalgamated under the title of South Western Naviga- 
tion Company. This undertaking, which by 1845 was 
running vessels daily to Havre in the summer and three 
times weekly in the winter to Jersey, Guernsey, and St. Malo, 
had its offices at Southampton. In 1845, two more under- 
takings were maintaining a regular service of steamers 
between Southampton and the Isle of Wight, namely, 
the Isle of Wight Mail Steam Packet Company, and the 
Isle of Wight Steam Packet Company. There was also in 
existence at this time the Solent Sea Steam Packet Com- 
pany, with one small steamer plying between Southampton 
and Lymington during the summer months only. These 
three companies worked in conjunction, to avoid the 
clashing of sailing times, and they eventually amalga- 
mated. The resulting joint concern was the immediate 
forerunner of the Southampton Isle of Wight & South of 
England R.M.S.P. Company, which was incorporated i 
1861, and whose vessels to-day maintain regular services 
from the port to the Isle of Wight. 

The L.S.W.R. intended to operate steamers from 
Southampton from the beginning, just as other railway 
companies were contemplating similar services from other 
ports, but was prevented by Parliament from so doing. 
Four Bills of this kind came before the Legislature in 1848, 
one of them being that of the L.S.W.R., and all were 
referred by a Select Committee to the Board of Trade and 
the Board of Railway Commissioners. Permission was 
not granted, and for 24 years the South Western Navigation 
Company, working, however, in the closest contact with 
the L.S.W.R., operated the cross-Channel services from 
Southampton. _In 1860, Parliament removed the legal 
restriction against the owning of steamers by the railway 
company, and the fleet of the South Western Navigation 
Company was, therefore, taken over by the L.S.W.R. 
Nowadays, the Southern Railway operates regular steamer 
services from Southampton to Havre, St. Malo, and the 
Channel Islands. 

Apart from its commercial activities, Southampton has 
occupied an important position in war. In three cam- 
paigns its unique position has proved of inestimable 
value in the despatch of troops, munitions, and stores 
overseas. 

The Docks To-day 

The docks to-day cover an area of over 600 acres and 
provide a total quayage accommodation of over 30,000 ft. 
The double tides prevailing at the port ensure almost two 
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hours’ high water, and the open docks obviate delays 
caused by locks. Accommodation is available for all ¢ pes 
of vessels, from the world’s largest ocean liner to the 
smallest coasting craft, at all states of the tide. 

The Port ranks third in the United Kingdom for the 
quantity of shipping dealt with, and fourth for the v:lue 
of the cargo handled. Its varied trade extends te all 
parts of the world. Regular services are maintained ~,ith 
Europe, Australasia, North, Central and South America, 
South Africa, the Far East, the East and West Indies, «tc., 
connections being established with over 160 ports by 33 
shipping companies. By reason of its proximity to the 
Continent, Southampton, besides being a gateway for the 
important cross-Channel trade, has become an ideal centre 
for transit traffic. 

The 18,000,000 tons of shipping which now enters the 
Docks annually is more than double the tonnage accom- 
modated in the early post-war years, while both import 
and export trades, adversely affected by the severe depres- 
sion experienced several years ago, have advanced substan- 
tially since 1921. They now aggregate considerably more 
than 1,000,000 tons per annum. 

The most striking increase in the cargo trade during 
recent years has been in the fruit and perishable traffic, 
Enormous quantities of fruit, forming one-third of the 
total imports, are now received at all periods of the year, 
and from every climate. South Africa, the West Indies. 
Channel Islands, France, U.S.A., Canada, Palestine, South 
America, Spain, New Zealand, and Australia all contribute 
to this traffic; the quantity received from South Africa 
alone aggregates nearly 6,000,000 packages annually of 
citrus and deciduous fruit. 


Shipping Services 


Appended is a list of the shipping companies who use 
Southampton Docks : 
Shipping company 
Cunard White Star Limited a 
Canadian Pacific Steamships 
Limited 


Principal countries served 
.S.A., Canada. 
Canada, U.S.A. 
C.G.T. (French Line) 
Hamburg-Amerika Line 


\., West Indies. 
ie S.A 
Red Star Line —- — “e 1.S.A. 
TSA 
\ 
\ 


, Cuba, Ceylon, Far East. 
Norddeutscher Lloyd 
United States Lines 
Holland America Line o% S.A. 
Azores Line a - oe Rs 
Blue Star Line Canada, U.S.A. 
East Asiatic Company Canada, U.S.A., Siam, 
New Zealand Shipping C ompany New Zealand. 
Elders & Fyffes Limited Central America, 
Royal Mail Lines Limited .. South America. 
Lamport & Holt Line Limited .. West Indies. 
Hamburg South American Line South America. 
Holland Africa Line South Africa. 
German East Africa Line South and East Africa. 
Woermann Line West Africa. 
Union-Castle Mail Steamship South and East Africa. 
Company 
Nederland Line (Royal Dutch 
Line) 


, Ceylon, Malaya, Japan. 


Malaya. 


West Indies. 


Dutch East Indies, Ceylon. 


Royal Holland Lloyd 

Orient Line 

Peninsular & Oriental Steam Navi i- 
gation Company 

British India Line 

Rotterdam Lloyd (Royal Dutch 
Mail) 

Shaw, Savill & Albion Co. 

General Steam 
Ltd. 

Dundee, Perth & London Shipping 
Co. Ltd. 

British & Continental Steamship 
Co. Ltd. 

Anchor-Brocklebank Line 

Aberdeen & Commonwealth Line 

Hampton Roads Line 

Southern Railway Company 


South America. 
Egypt, Ceylon, Australia. 
Ceylon, Malaya, China, Japan. 


Suez, India. 
Dutch East Indies, Ceylon. 


Lad... 
Navigation Co. 


New Zealand. 
France. 


Scotland, France. 
Holland, Belgium. 


S.A. 
gypt, Ceylon, Australia. 
A. 


U 
E 
be 4 
France, Channel Islands. 
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The “ Queen Mary’’—on March 27, 1936—passing the “* Majestic”’ on her way to the 
King George V Dry Dock 





ie 


“git 
» 





Shed No. 101 before which the Centenary Commemorative Column was unveiled. The Canadian Pacific liner 
“* Empress of Britain”’ is alongside 





Right : Southampton “railway terminus 
and dock house,” reproduced from an 


old illustration dated March, 1841 


Right : Customs inspection in Shed 43 
of passenger baggage on the arrival 
of the * Aquitania” 
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Left: Opening of Trafalgar dry dock 
by the Marquis of Winchester on 
October 21, 1905. The name was, of 
course, related to the inauguration on 
the anniversary of the famous battl: 
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PERSONAL 


_.N.E.R. APPOINTMENTS 


[The L.N.E.R. announces that the 
following appointments have been 
mad 

Mr _C. L. Train, Assistant Engi- 
neer, Southern Area, to be Engineer, 
Scott Area, in succession to Mr. 
W Fraser, who is retiring from the 
servi 

Mr. J. I. G. MacGregor, Dis- 
trict Engineer. Head Office, 
Edinburgh, to be Assistant En- 
gineer, Scottish Area. 

M E. D. Trask, District 
Locomotive Superintendent, 

York, to be Locomotive Run- 
ning Superintendent, Scottish 
Area, in succession to Mr. G. A. 
Musgrave, who, as recorded in 
our issue of August 19, has been 
appointed Locomotive Running 


Superintendent (Western Sec- 
tion), Southern Area. 

Mr. J. J. Lovatt, Assistant 
Locomotive Running Superin- 
tendent, North Eastern Area, to 
be Divisional Locomotive Super- 
intendent (York and Hull dis- 
tricts 

Mr. R. G. Forbes, System 
Manager, Johannesburg, South 
African Railways & Harbours, 


has been appointed to the pcsi- 
tion of Assistant Chief Traffic 
Manager. 

Mr P. D. Troskie, Chief 


Superintendent (Staff), has been 
appointed to the position of 
System Manager, Johannesburg. 





On the return from leave of 
the Hon. Sir Guthrie Russell, 
K.C.I.E., Mr. L. Wilson relin- 
quished charge of the office of 
Chief Commissioner of Railways 
in India and reverted to his sub- 
stantive appointment, General 
Manager, Great Indian Penin- 


sula Railway, as from August 
29. 


The Duke of Gloucester has con- 
sented to attend the L.M.S.R. Centenary 
Banquet, which is to be held at Gros- 
venor House, London, on November 14. 





Mr. F. G. Thaw has been appointed 
General Agent for the Canadian Pacific 
Company at Southampton, succeeding 
the late Captain J. V. Forster, O.B.E.. 
R.N.R., whose death on August 4 was 
recorded in our issue of August 19. 
Mr. Thaw has previously been chief 
of the Cruise Department for Canadian 
Pacific Steamships Limited, in London, 
where he has had charge of all opera- 
ting and shore-excursion arrangements 
im connection with the company’s 
various cruise services. 


RAILWAY 


Photo] 
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Mr. J. C. L. Train, Assistant Engi- 
neer, Southern Area, L.N.E.R., who 
as recorded on this page, has been ap- 
pointed Engineer, Scotland, L.N.E.R., 
entered the Engineer’s Office of the 
former North British Railway in Edin- 
burgh as a pupil in 1908 when the late 
Mr. James Bell was Chief Engineer. 
His father was the late Rev. J. G. 
Train, Southend, Argyll. Subsequently 
Mr. J. C. L. Train served under both 





Mr. J C. L. Train 


Appointed Engineer, Scotland, 
London & North Eastern Railway 


Mr. C. J. Brown and Mr. W. A. Fraser 
when they were chief engineers in that 
office. During this period he gained 
experience both in the office and out 
side on such works as the Portobello 
widening, the Thornton-Leven widen- 
ing, and Arbroath station reconstruc- 
tion. In 1912 he accepted a post in 
London under his former chief, Mr. 
C. j. Brown, who had by that time 
become Chief Engineer of the former 
Great Northern Railway. Thereafter 
as Assistant Resident and then Resi- 
dent Engineer, he had charge of the 
construction of the Tickhill Light Rail- 
way, the Kirkstead & Little Steeping 
Railway, the Hertford & Stevenage 
Railway and the goods way, King’s 
Cross. In August, 1914, he enlisted 
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[Lafayette 
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in the Royal Fusiliers and was later 
given a commission in a Field Com- 
pany, R.E. He served on the Ypres, 
Somme and other fronts, and after 
being wounded in 1916 was given com- 
mand of the Drafting Company at the 
R.E. Depot, Newark-on-Trent. Mr. 
Train returned to France subsequently 
and was awarded the M.C. in 1918 
while in command of a Field Company, 
R.E. He was demobilised in June, 
1919, with the rank of Major, 
and in 1921 he was appointed 
Personal Assistant to the Chief 
Engineer, G.N.R. In this capa- 
city he was made responsible by 
Mr. Brown for, amecngst other 
tasks, introducing for the first 
time to this country the Hallade 
track recorder and _  Hallade 
method of adjusting curves, and 
for some early experiments in 
the welding of worn crossings, 
the sectioning instead of the 
weighing of rails, and the work- 
ing of amalgamated length 
gangs. Three years later Mr. 
Train was appointed Assistant 
Industrial Agent in the Chief 
General Manager’s Office, and 
was placed in charge of the 
Works Section of that office in 
1925. In November, «1927, Mr. 
[rain was appointed Assistant 
to the Chief General Manager 
(Works), and two years later 
he was transferred to Glasgow 
as District Engineer, Western 
Section, Southern Scottish Area. 
In 1934 Mr. Train was ap- 
pointed Assistant Engineer 
(Maintenance) Southern Area, 
and when Mr. Inglis was ap- 
pointed Engineer, Southern 
Area, L.N.E.R. at the begin- 
ning of 1937, Mr. Train was 
appointed Assistant Engineer of 
that Area. 


Mr. R. J. R. Loxdale, a mem- 

ber of the G.W.R. Shareholders’ 

Audit Committee, has sent a 

cheque for £50 to the Railway 

Benevolent Institution as a sign of 

‘ gratitude and appreciation that the 

horrors of war have been averted and 

that peace has been maintained.’’ (See 
also page 653.) 


Mr. J. Clayton, M.B.E., Personal 
Assistant to the Chief Mechanical Engi- 
neer, Southern Railway, is retiring at 
the end of the present month. 


We regret to record the recent death 
in Winnipeg of Judge Charles Percy 
Fullerton, who in recent years had 
been. concerned mainly with railway 
administration in Canada. From 
1932-34 he was Chairman of the 
Dominion Railway Commission, and 
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in the latter year was ap- 
pointed Chairman of the Board 
of Trustees, C.N.R. 


SOUTHERN Rar_tway Docks 

Mr. R. P. Biddle, Docks and 
Marine Manager of the Southern 
Railway, which on Wednesday 
celebrated the centenary of its 
Southampton docks, joined the 
London & South Western Rail- 
way in Jersey, where his father 
was the local agent of that com- 
pany. In 1907 he was trans- 
ferred to the Marine Depart- 
ment at Southampton, there 
gaining experience in the various 
branches of cross-Channel 
freight working. For some 
years he was Personal Assistant 
to the Chief of the Marine 
Freight Department, until, in 
1914, he was attached to the 
personal staff of the then Docks 
and Marine Manager. Obtain- 
ing a commission in the Hamp- 
shire Regiment in 1915, he 
served with his battalion in 
India and afterwards on active 
service with the Egyptian 
Expeditionary Force, and was 
mentioned in Lord Allenby’s 
despatches. He was promoted 
to Captain and eventually de- 
mobilised in 1920, and after- 
wards appointed, first as Chief 
Clerk and subsequently, in 1924, 
as Assistant, to the Docks and 
Marine Manager. In 1927 Mr. 
Biddle was promoted to be 
Assistant Marine Manager, and 
in 1933 he became in addition Assistant 
Docks Manager, with the title of Assis- 
tant Docks and Marine Manager, which 
position he vacated to become Docks 
and Marine Manager in 1936. 


Mr. H. A. Short, M.C., M.Iust.T., 
Assistant Docks & Marine Manager, 
Southern Railway, was educated at 


Mr. H. A. Short 


Assistant Docks & Marine Manager, 
Southern Railway 
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Mr. R. P. Biddle 


Docks and Marine Manager, Southern Railway 


Bournemouth School, and entered the 
service of the former London & South 
Western Railway in 1913. He joined 
the Army at the outbreak of the war, 
and from February, 1915, to May, 1917, 
saw active service in France, where 
he held various appointments with the 
Suffolk Regiment and on the Staff of 
the 35th Infantry Brigade. He was 


Mr. M. G. J. McHaffie 


Docks Engineer, 
Southern Railway 
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awarded the Military Cross and 
was wounded during the battle 
of Arras. On leaving hospital 
he was appointed Adjutart of 
the Regimental Depot of the 
Suffolk Regiment, which ap- 
pointment he held at the ‘ime 
of the Armistice. Mr. 1ort 
was appointed Outdoor General 
Assistant, L.S.W.R., in 1919, 
and served in that capacity in 
the Goods and Superinten:ent 
of the Line’s Departments, and 
later in the Commercial Depart- 
ment of the Southern Railway. 
He was transferred to the 
General Manager’s personal staff 
in 1929 for special work in con- 
nection with the company’s 
road powers, and in 1932 was 
appointed Road Transport 
Liaison Officer, which position he 
vacated in 1936 to become Assis- 
tant Docks & Marine Manager. 


Me. M. G.. f. 
M.Inst.C.E., 


McHaffie, 
M.Soc.Ing.C, 
(France), M.Inst.T., Docks 
Engineer, Southern’ Railway, 
has during his service in the 
Docks Engineer’s Department, 
been associated with practically 
all the development of the 
docks at Southampton since the 
London & South Western Rail- 
way began its programme of 
extensions after acquiring the 
undertaking. After his early 
work in the department, Mr. 
McHaffie was in 1907 tempor- 
arily transferred to the Chief 
Engineer’s Department, and was en- 
gaged on the construction of the loco- 
motive works and offices at Eastleigh. 
Upon returning to Southampton, he 
was associated with further develop- 
ments then in hand, including the 
Ocean Dock, and the widening of the 
Trafalgar graving dock to accommodate 
ss. Olympic and other large vessels. 


Mr. W. A. Graham 


Mechanical Engineer, Docks & Marine Department, 
Southern Railway 
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Duri the war he served with the 
Corps of Royal Engineers, attaining the 
rank Acting Major. Upon returning 
to tl rvice of the L.S.W.R., he took 
an active part in the variovs schemes of 
reco! tion and new works at 
Sout ‘ton. In recent years Mr. 
McH has filled the responsible post 
of Resident Engineer on the Docks Ex- 
tens at Southampton. He was 
app | Docks Engineer in 1936. Mr. 
McH is a Member of the Institution 
of ( Engineers, a Member of the 
Soci les Ingénieurs Civils de France, 
and mber of the Institute of Trans- 
port In February this year Mr. 
Mc! was elected Chairman of the 
new med Portsmouth, Southamp- 
ton 1 District Association for cor- 
por 1embers and students of the In- 
stitution of Civil Engineers. 


Mr. W. A. Graham, O.B.E., Mechani- 
cal Engineer, Docks & Marine Depart- 
ment. Southern Railway, entered the 
of the London Brighton & South 
Railway in 1890, as an appren- 
marine and locomotive 
workshops. He was appointed junior 
engineer in the company’s cross- 
Channel fleet in 1895, and after pass- 
ing through the various ranks, became 
Chief Engineer in 1903. He obtained, 
in 1909, his extra first-class Board of 
Trade certificate. In 1912 Mr. Graham 
was appointed Assistant Marine Engi- 
neer of the L.B. & S.C.R. During the 
war he was Engineer Officer on the 
naval staff at Newhaven with the rank 
of Engineer-Commander (R.N.R.). His 
services in connection with transport, 
salvage, &c., were recognised by the 
award of the O.B.E. (Military), and 
he also received letters of thanks from 
the Admiralty, the Minister of Ship- 
ping and the Minister of Transport re- 
garding his work in connection with 
the war. Mr. Graham was appointed 
Assistant Mechanical Engineer, South- 
ampton Docks, in 1924, and became 
Mechanical Engineer on January 1, 
1931. 


serv! 
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Miss M. S. Watling has retired on 
pension from the post of Assistant 
Secretary of the Mansion House Asso- 
ciation on Transport, with which body 
she has been associated for 26 years. 

Mr. D. G. Sofio was appointed to 
succeed Miss Watling as Assistant 
Secretary, taking up his duties on 
October 1. 

_ The Executive Committee is institut- 
ing a testimonial fund which will en- 
able members of the association to ex- 
press in tangible form their apprecia- 
tion of Miss Watling’s lengthy services. 


We regret to record the death on 
October 6 of Mr. P. C. Ford, Chief 
Mech nical Engineer of the San Paulo 
Railway, who had_ returned _ to 
England for medical treatment. Mr. 
Ford received his training with the 
former L.N.W.R., and had overseas 
railway experience in India and 
Africa. He was appointed C.M.E. of 
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the San Paulo Railway about 10 years 
ago. Mr. Ford had also been con- 
nected with Messrs. Rendel, Palmer & 
Tritton, and with Beyer, Peacock & 
Co. Ltd. 


Mr. C. J. H. Hunter, 
retired from the post of Deputy 
General Manager, Sudan _ Railways, 
was educated at Marlborough and in 
Switzerland. From July, 1906, until 
November, 1911, he underwent train- 
ing on the former Great Northern 
Railway through the kindness of Sir 
(then Mr.) Oliver Bury. In Decem- 


who has 


Mr. C. J. H. Bunter 


Chief Assistant General Manager (subsequently 
designated Deputy General Manager), 
Sudan Railways, 1930-38 


ber, 1911, he obtained an appointment 
in the Traffic Department of the 
Buenos Ayres Western Railway, but 
went to the Sudan Railways as a Dis- 
trict Traffic Manager in November, 
1913. During the war Mr. Hunter 
was mentioned in Sir Reginald Win- 
gate’s despatches for railway work in 
connection with the conquest of Dar- 
fur. He was transferred to the 
Traffic Manager’s Office in 1920 for 
special duties, including the stan- 
dardisation of the Qualifying Examina- 
tions applicable to all grades of traffic 
employees from pointsmen to station- 
masters, and the editing of an in- 
struction book for station staff on such 
of their duties and responsibilities as 
cannot be covered by a General Rule 
Book. In 1925 Mr. Hunter was pro- 
moted Commercial Manager but he 
resigned from the service of the Sudan 
Railways to take up a directorship in 
the London business of John Lewis & 
Co. Ltd. in 1927. In 1929 he was 
awarded the Order of the Nile (4th 
Class) by H.M. the King of Egypt, 
and was reappointed to the Sudan 
Railways as Chief Assistant General 
Manager in 1930. His designation 
was changed to Deputy General 
Manager in 1933. In 1935 he was pro- 
moted to the 3rd Class of the Order 
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of the Nile, and was awarded the 
King’s Silver Jubilee Medal in 1935 
and the King’s Coronation Medal in 
1937. Mr. Hunter retired on pension 
on August 13, 1938, on attaining the 
age of compulsory retirement. 


Mr. J. H. Swallow, who has filled the 
post of Deputy Chief Dscks Manager 
of the Great Western Railway for the 
past nine years, is retiring on October 
23 after 50 years’ service with the rail- 
way and dock companies of South 
Wales. Born in 1875, Mr. Swallow 
joined the Brecon & Merthyr Railway 


Mr. J. H. Swallow 


Deputy Chief Docks Manager, 
Great Western Railway, 
1929-38 


in 1888, later becoming probationary 
clerk and passing through the various 
departments. In 1900 he entered the 
service of the Alexandra (Newp-crt & 
South Wales) Docks & Railway Com- 
pany, where he assisted in the re- 
organisation of the executive depart- 
ments, later being responsible for the 
Coal Tipping, Traffic, General Cargo, 
and Wharfinger’s Departments. He be- 
came Manager of the Newport Docks 
when they were amalgamated with the 
Great Western Railway. Mr. Swallow 
was the first Secretary of the Newport 
Wharfingers’ Association, and Chair- 
man of the Cargo Labour Conciliation 
Board, which organisations brought 
peace between employers and workmen 
in what was previcusly a labour storm 
centre. He is a member of many of 
the organisations connected with ship- 
ping and commercial interests in South 
Wales; a Member of the Newport Cor- 
poration, Vice-Chairman of the New- 
port Watch Committee, and a Justice of 
the Peace. In 1929°H.M. Government 
sent a Trade Mission to Canada, when 
Mr. Swallow acted as Honorary Adviser 
to the Lord Privy Seal on railway and 
docks matters. Mr. Swallow leaves the 
service in excellent health, with the 
good wishes of a large circle of friends 
for a long and happy retirement. 
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Three views of the excellent model of Euston station in 1838 which was first shown at the recent London & 
Birmingham Railway centenary celebrations in London. The model is at present being displayed in the 


Birmingham City Art Gallery 
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Southampton Docks Centenary Celebrations 


Unveiling of centenary column—Luncheon on 


board the R.M.S. 


At ision so notable as the cen- 
tena! f the great docks at South- 
an demanded worthy celebration, 
an Chairman and directors of the 
Southern Railway made the _ event 
u ible to a large company of 
guests. 

[he party which travelled by special 
train from Waterloo was joined by 
other guests on the platform in Shed 
101, and the hour’s interval preceding 
the mbolical act of the day was 
or ied in an inspection of the cen- 
tenary exhibition of pictures and 


of the evolution of 


nodels illustrative 
and the 


the Port of Southampton 
vessels using its facilities. 
Among those present were :— 


Local Officials, ete.: Councillor G. E. H. 


Prince (Mayor of Southampton), Councillor 
A. H. Powdrill (Sheriff), Alderman H. Chick 
Deputy Mavor), Mr. R. R. H. Meggeson (Town 
Clerk), Sir Russell Bencraft, Mr. Harry Parsons 


ithampton Harbour Board), Alderman Sir 
Sidney Kim sy? (Southampton Harbour Board), 
Capt. E. G. de S. Jukes Hughes (Board of Trade 
Sea Transp ri Office), Capt. W. H. Whittle 
rd of Trade—Surveyors’ Office), Messrs. 
Pp, E. Knowles (H.M. Inspector of Factories), 
R. H. Jones (Port of Bristol Authority), J. D. 
» (Port of London Authority), J. M. 
Nicolle Corporation of Trinity House), W. Moss 
(Harland & Wolff Limited—Southampton 
Office), Thorn y¢ nee Donaldson (John I. Thorny- 
croft & Co. Ltd.) T. Wall (J. Samuel White 
& Co. Ltd.), E. g th (Lloyd’s Register of 
Ship} ping), Sir Julie Foley (Board of Trade 
Mercantile ber ye Department), Mr. W. Craven- 
Ellis, the Earl of Malmesbury, Messrs. Harold 
Lankester, "eae Edwards (International Cold 
Storage & Ice Co. Ltd.), Sir Sam Fay, Lt.- 
Colonel P. M. Brooke-Hitching. 


Shipping Companies, etc.: Messrs. J. F. Horn- 
castle (Atlantic Transport Co. Ltd.), H. J. Jewell 
Bergenske & Nordenejeldski), J. C. Patterson 
(C.P.R.), F. G. Thaw (Canadian Pacific Steam- 
ships Limited—Southampton Office), Sir Alfred 
Read (Coast Lines); Messrs. P. de Malglaive, 
G. C. Rhodes (Compagnie Générale Trans- 
atlantique), G. Haswell (Compagnie Générale 
Transatlantique—Southampton Office) ; Messrs. 
A. B. Cauty (Cunard White Star or W. 
Neuerburg (Hamburg-Ame —, Line C. M. 
Coffin (German East Africa Line Robe rt Kelso 
General Steam Navigation ot Litd.), H. G. 
McDavid (Glen Line Limited), B. Stelp (Ham- 
burg South America Line), Leslie Roberts (Man- 
chester Ship Canal Company), W. A. Penton 





za 


Natal Line of Steamers), Alan H. Bryant 
(Nederland Royal Mail Line), L. I. M. Bigby 
(New Zealand Shipping Co. Ltd.—Southampton 


Manager), Baron Von Pilar (Norddeutscher 
Lloyd), Sir Kenneth S. Anderson, Bt. (Orient 
Line), Messrs. F. H. Grosvenor (P. & O. Steam 
Navigation Company), F. J. Leathers (R. & 
J. H. Rea Limited), A. Martin (Red Star Line 
Southampton Manager), G. H. Drakeford (Royal 
Holland Lloyd), Capt. F. G. Spriddell (Royal 
Mail Lines Limited), re Philip o_o 
(W. Rune _— & Co. Ltd.), W. Ruys (W a 
& Sons), F. Bland (Rotte i am L Ai 5B ? 
Sharp Sal ta & Isle of Wight Me am 
Pac ket Company), F. C. V. Yarrow (Union- 
Castle Mail Steamship Company- -Southampton 
Office), A. Ackerley (United States Lines 
Southampton), G. R. B. McGrath (Bibby S.S. 
Company—tTransports), Stanley PB aoe (Thos. 
Cook & Son Ltd.), N. Dawson (Dawson Bros. 
(Shipping) Ltd.), E. W. Wainwright (Hamburg 
Amerika Line), the Hon. David Smith (W. H. 
Smith & Sons). 


Overseas Representatives : Sir Charles McCann 
(Agent General and Trade Commissioner for 
South Australia), Mr. C. H. Hay (Acting Agent 
General for New South Wales), the Hon. A. L. 
Bussau (Agent General for Victoria), Mr. F. J. 
Whittington (Agent General for Queensland), 
the Hon. Sir Hal P. Colebatch (Agent General 


** Asturias ”’ 


for Western Australia), Mr. E. W. Heigho 
(Assistant Trade Commissioner for South Austra- 
lia), Mr. H. Turner (New Zealand Fruit Export 
Control Board), the Hon. Claude James (Agent 
General for Tasmania), M. Van den Hoek (South 
African Co-op. Citrus’ Exch ange Limited), Mr. 
A. T. Brennan (Trade Commissioner for South 
Africa), Mr. G. M. Dykes (South Africa Co-op. 
Deciduous Fruit Exchange Limited). 


Southern Railway Directors : Mr. R. Holland- 
Martin (Chairman), Mr. E. Gore-Browne 
(Deputy Chairman), Sir George L. Courthorpe, 
Mr. Henry Mansbridge, Sir Charles L. Morgan, 
Right Hon. Lord Rockley, Mr. Charles Sheath, 
Sir John E. Thornycroft, Sir Herbert A. Walker. 

Southern Railway Chief Officers: Messrs. 
Gilbert S. Szlumper (General Manager), R. P. 
Biddle (Docks and Marine Manager), O. V. 
Bulleid (Chief Mechanical Engineer), R. G. 
Davidson and A. Howie (Joint Accountants), 
Major L. F. S. Dawes (Secretary), Messrs. J. B. 
Elliot (Assistant General Manager), G. Ellson 
(Chief Engineer), E. J. Missenden (Traffic 
Manager), H. L. Smedley (Solicitor), A. Raworth 
(Chief Electrical ter tthoey E, F. Livesey 
(Development Officer), C. Grasemann (Public 
Relations & Advertising Officer), J. E. Sh arpe 
(London West Divisional Superintendent), A. E. 
Moore (Audit Accountant), A. Endicott (Sur- 
ve yor or Estate Agent), S. E. Hitchcock 
(Rating Agent), Lt.-Colonel H. C. Prescott (Chief 
of Police), Messrs. H. E. O. Wheeler (Superinten- 
dent of Operation), W. M. Perts (Commercial 
Superintendent). 

Mr. R. Holland-Martin, 
the Southern Railway, 
of the centenary commemorative 
column, sketched the evolution of the 
docks in broad outline. In medizval 
times, he reminded the ; gathering, 
Southampton was famous as the great 
port of the wool and the wine trades. 
There was a period of decline until, 
with the coming of the railways in the 
nineteenth century, the modern era of 
expansion began. Once the Bill for a 
railway from the quay at Southamp- 
ton to the wharf at Nine Elms was 
passed, the Southampton merchants 
began planning for the dock, and 
formed a company which acquired 216 
acres at a cost of £5,000. 

“On May 11, 1840, the railway was 
opened, and trains were advertised to 
perform the journey in three hours. 
First class passengers only were carried, 
except for servants in livery. 

‘‘ Southampton today,’’ said Mr. 
Holland-Martin, ‘‘ is the greatest pas- 
senger port in the United Kingdom. 
It deals with 40 per cent. of all ocean- 
going traffic and is used by 32 ship- 
ping lines. As a port it is surpassed 
only by London and Liverpool. The 
progress it has made is due not only 
to its natural advantages and facilities 
but also to the foresight of its citizens 
and the enterprise of the Southern Rail- 
way, a combination which will enable 
Southampton to take in the future an 
greater place in the world’s 


Chairman of 
at the unveiling 


even 
trade. 

Congratulations on the unique occa- 
sion were offered by the Mayor of 
Southampton, Coun. G. E. H. Prince, 
who thanked the Southern Railway 
Company for all it was doing to de- 
velop the port and promised hearty co- 
operation. 

Sumptuous hospitality was accorded 





Mr. Holiand-Martin unveiling the 


centenary commemorative column 


the guests at luncheon in R.M.S. 
Asturias. On this occasion Mr. Holland- 
Martin, who presided, pointed out some 
further contrasts. ‘‘ The first Dock 
Company,’’ he said, ‘‘ thought that it 
did very well in buying 216 acres, but 
that ample provision was fully utilised 
many years ago. Now, to the west- 
ward of the original dock, there is a 
great new estate of many hundred 
acres of reclaimed land. That estate 
lies between the mile-long quay that 
has been erected and the graving dock 
that will hold the largest ship in the 
world. A hundred years ago the sug- 
gestion that an estate such as this 
should be won from the mud would 
have seemed a dream—and a dream it 
was, but the dreamer was Sir Herbert 
Walker.’”’ 

. After referring to the momentous 
political events of the past fortnight, 
Mr. Holland-Martin proceeded: ‘“‘A 
gathering such as this is essentially 
pacific one, for trade, although it en- 
venders competition between those 
engaged in it, is built up on peace. 
Through trade nation meets nation in 
the market places of the world and 
thereby gains that knowledge of the 
aspirations and the ways of neighbour- 
ing States which is one of the greatest 
factors in the preservation of peace. 

‘‘ Within our Empire we know full 
well that trade consolidates and does 
not disrupt. Today, more than two- 
thirds of the cargo trade of our docks 
represents traffic passing between the 
Mother Country and the Dominions.”’ 

Sir Charles Barrie, responding on 
behalf of the guests, made a happy 
speech of congratulation and thanks, 
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remarking further that he knew how 
co-operation had made Southampton 


the 


con- 


cne of the four greatest ports in 
country and would in time, he 
fidently believed, make it the greatest. 
As representing another railway com 
testified that co-operation 


the railway 


pany, he 


between all companies of 
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paying tribute to the brains, 
and common sense of the staff. 

Mr. Gilbert Szlumper, the General 
Manager of the Southern Railway, was 
received with cheers. The railway, 
he said, had long regarded Southamp- 
the keystones of its 
Last year it conveyed between 


energy, 


ton as one oft 


fabric. 


October 14, 1938 
translate them into solid form In 
his connection, the Southern Railway 
and its team of workers had indeed 
performed their feats of alche: 

The Earlof Malmesbury, proposing the 
health of the Chairman, referred to Mr 
Holland-Martin as the head-of sreat 
Imperial undertaking. The toast was 





the country was complete. Lendon and Southampton 700,000 accorded musical honours. In reply 

Mt 5. 4 Patterson European passengers. Visions, he continued, the Chairman paid a generous tribut 
Manager of the Canadian Pacific Rail did not materialise by the process of to the company’s staff, and on this 
way, dwelt on the magnitude of the wishing them to come true. It re- note of appreciation a most enjoyabl 
operations of the Southern Railway, quired brains, energy and initiative to function concluded. 





The Past, Present, and Future of Transport 


Mr. Gilbert S. Szlumper’s presidential address 


to the Institute of 
rhe reduction of the transit time 
occupied in transport between any 


two points, was the 
Mr. Gilbert S. Szlumper’s presidential 
address to the Institute of Transport 
on Monday. So the letter post 
relieved of much of its burden by the 
telegraph, he said, and so the telegraph 


opening theme of 


was 


was partly supplanted ‘by the tele 
phone. So the canals lost traffic to 
the railways and the railway train 
had given up some of its load to the 
more direct transport by road, which 
ii its turn had had—in some cases 
to yield traffic to the aeroplane. It 
emed to him that speed was the dis 
turbing factor that made it so diffi 
cult to get the various forms of trans 


port into their proper perspective, es 
pecially when speed was provided at 
i. cost greater than its selling price. 


\part from the 
in ships was the 
port, 


packhorse, conveyance 
oldest form of 


ils had given place to steam 


trans 
ind 
dimensions were 


or motorships whose 


limited only by the capacity of th 
ports they served Canal _ transit 
utfered from the severe limitations of 
the carrying unit and he did not foresee 
inv greater use of the canals than now 
xisted, especially as distance and land 
levels would not admit in this country 
1 development such as was noticeable 


ou the Continent. 

Phe progress ol horse vehicles on the 
roads was an interesting and fascina 
ting study until some enemy of all 


peace devised the internal-combustion 


engine. Even in 1914 this had put 
u the roads a burden in excess of that 
for which they were built; then came 
the post-war period of cheap surplus 
irmy lorries, and the abuse of th 
hire purchase system, leading later to 


the formation of companies with fleets 
This phase was 
and larger firms, 
ially sound, were 
although there was 


of rarnshackle vehicles 
coming to its end, 
efficient and finan 


emerging trom it, 


still a fringe of undesirables, which it 
was hoped would go out of business 
with the enforcement of regulations. 
Road transport, with its door-to-door 


ervice, its flexibility and mobility, was 
i considerable asset to the community, 
but it had always the two cardinal 
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drawbacks, extravagance in the num- 
ber of highly skilled required, 
and its dependence on imported fuel. 

[It was difficult to halt to 
the progress of road transport so long 
authorities continued to 
the face of the country with by-passes 
and other forms of race-track. Under 
the jurisdiction of the Ministry of 
rransport some sort of uniform policy 


staft 


foresee a 


is the scar 


was expected and this would avoid 
pitiful stories such as that of the 
Kingston by-pass, and other instances 
of an almost Gilbertian history. The 


organisation to lock after 250,000 miles 
of roads compared ill with the organisa 
tion which had been found necessary 
to look after one-tenth of that length 
of railways He suggested a system of 
motor toll-roads, for traffic in 
as the auto 


private 
excess of local needs, such 
stradeé of Italy 

As regards rail transport, the events 
of 1914-18 expedited the re-awakening 


of the railways. But industry had to 
eet going again before its load could 
come upon the rails, and its profits 
had yet to find their way into the 


pockets of would-be passengers before 
the booking office could expect a visit 


from them Meanwhile the companies 
had to face a heavy bill for recon- 
ditioning. Then came the Railways 
Act of 1921 and amalgamation, with 


its Rates Tribunal. 
to have dawned 

with a Government 
help them to earn a modest but 
reasonably comfortable livelihood. 
Had the post-war phase of read trans 
port suddenly, doubtless 
the railways might have tasted the 
fruits of standard revenue, but as 
things transpired they had been abl: 
look at coloured illustrations 
fruit and had never been able 
ictually to handle it. 

The comfort of the motor forced 
new standards on the railways and 
now Midday Scots, Coronation Scots, 
and Golden Arrows were a common 
place. Standards of rolling 
stock, track, and bridges had to follow 
suit and the provision of the super 
lative had to take place at the ex 
pense of the general average, Now, 


A new day seemed 
for the companies, 
tribunal set up to 


less 


arrived 


only to 
of the 


speed, 


however, the more profitable fic!d of 
the general ; 

attention. He had in 
of development of 


average was receiving 
mind a form 


railhead working 


for road transport, both goods and pas- 
senger, in conjunction with the ail 
wavs, under which slow trains would 


be able to expedite their schedules by 

intermediate stops 
of importance—points at say 
25 to 30 miles intervals—the road ser 
vice collecting and feeding to the 
trains at those stopping points and dis 
tributing the output of the trains 
them to the intervening areas. As 
regards air transport, it was doubtful 
if the taxpayer would be content for 
long to provide subsidies for a form 
of transport which is, in the U.S.A 
for example, jeopardising the economic 
life of the railways. 

Having obtained a bird’s eye view 
of the various forms of transport, th 
question was how each was to fulfil its 
function. Was the solution a 


deleting between 


points 


from 


division 


on the basis of speed, or on the basis 
of the true cost of providing the ser 
vice? Was the problem going to be 


that 


Was 


solved by blessed word co-ordina 
tion, or nationalisation the only 
means of avoiding waste effort and un- 
competition ? In 
railways were, for on 
another, owned and 


econoni some 
countries 


reason or worked 


by the State. but in no case was State 
ownership financially attractive and 
there were many other disadvantages 
For the panacea of co-ordination ther 


was the example of the London Pas- 
Transport Board. This was in 


senger 


the nature of a bold experiment, and 
there remained much to be done befor 
it could be said to have reached its 
objective No one could deny that 


the services of the board were efficient, 


is indeed they were before the pass- 
ing of the Act. The question of 
adequate revenues was rather mort 


obscure. The development of London 
and the population of its suburbs had 

illowed to take place without 
thought of the future and it might 
course of time the board 
undertake new works 
future traffic 


been 
any 
be that in the 
might have to 
of some magnitude, if 
needs were to be met. Another 
transport board existed in Northern 
Ireland, and in other areas which are 
trafficked similar boards 
up. A series of such 
with supervision of traffic 
between each, might ensure 
co-ordination. 


heavily 
might 

hoards, 
facilities 
a sufficient 


be set 
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STAFF AND LABOUR MATTERS 


Railway Shopmen’s Council 


At { lose of the meeting yesterday 
Thi of the National Railway 
Shot Council, the trade union 
aa r tives stated that they would 
pe the arguments and statistics 
sul | by the railway companies’ 
rel tatives in opposition to the 
cla r improvements in pay and 


; of service, and would report 
to t respective bodies. 


Strike at Inchicore 
l lispute on the question of the 
f working days at the Great 


S Railway works, Inchicore, 
Du has been settled and a 41-day 
istead of the 3-day week 


proposed by the company, 


ori \ 

W rat Prior to the dispute 
th s were open for a 5-day week. 
I posals were consequent on the 


Serj financial position of the rail- 
Although the settlement does 
not ble the company to make the 
es required, it is satisfactory 
that this side of the dispute 
d However, the company 
impose a reduction of 7} 
t. on the wages of the 
li erades. The executive com 
of the National Union of 
R ymen, the Associated Society of 


con 


Locomotive Engineers and Firemen, 
and the Railway Clerks’ Asscciation, 
at a mecting held in London on Thurs- 
day, October 6, decided to reject this 
claim for an increased deduc- 
tion. The unions decided to inform 
the coinpany that they could not agree 
to any variation of the existing Wages 
Board decision, and the next stage 
will probably be to refer the claim to 
the Irish Railways’ Negotiating Com- 
mittee. 

Arising out of the negotiations to 
end the shops strike it has been stated 
in the daily that Mr. 
Minister for Industry and 
has said that intended legislation 
would undoubtedly place rail and 
road transport on a paying basis. It 
i mentioned that the Minister, 
in reply to a question, further stated 
that nationalisation of railways had 
not altogether been ruled out, but that 
the present was an inappropriate time 
for dealing with the railway situation. 


wages 


Lemass, 
Commerce, 


I ress 


is also 


The actual terms for the shopmen’s 
settlement were as under: 

1. That for eleven of the thirteen 
weeks commencing on October 17, the 


men should __ be employed Lor it least 
four and a half days each week, the 
week to commence on Tuesday. 

2 That for at least two weeks in 


December, and prior to December 25, all 
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men should be employed for at least 
five days week, the week to commence 
on Monday. 

3. That on the expiration of the 
thirteen weeks commencing on October 


17, the men should revert to employ- 
ment on the basis of a five-day week 
for at least thirteen weeks; and 

4. That there shall be no reduction 
of staff for reasons of economy during 
the period covered by the suggested 
irrangement 
Railway Wages 

A further meeting was held in 


London on Wednesday between repre- 
sentatives of the four main-line rail 
way companies and representatives of 
the National Union of Railwaymen, 
the Associated Society of Locomotive 
Engineers & Firemen, and the Railway 
Clerks’ Association, in connection with 
the applications made by those trade 
unions for improvement in certain 
rates of pay and conditions of service. 
The representatives of the railway 
companies explained that in view of 
the economic position of the railway 
industry at the present time the com- 
panies could not accede to the claims 
they furnished statistics in sup- 
port. The trade union representatives 
stated that they would examine the 
arguments and_ statistics which had 
submitted and would report to 
their respective bodies. The claims of 
the unions were published in our issue 
of May 27. 


ina 


been 








RAILWAY AND OTHER 


Madras & Southern Mahratta 
Railway Co. Ltd.—-The directors have 
lecided to recommend, at the meeting 
December 14, a dividend 
half-year ending December 31, 
1938, payable on January 2, as follows : 


+ } 


be held on 


Guaranteed interest, less tax at 5s. 6d., 
1} per cent stockholders’ revenue 
account, less tax at 3s. 3d., 1 per cent 
reserve fund, free of tax, } per cent. 
\n interim dividend of 43 per cent. 
was paid in July, 1938. The total 
listribution for the previous year was 
8! r cent 


London Transport ‘‘ C ’’ Stock. 
The London Passenger Transport Board 
announces that a final payment of 
interest on London ‘Transport ‘“C”’ 
for the year ended June 30, 1938, 

made by the board's registrars, 
the Bank of England, on October 31, 
1938, to all holders of London Transport 


stocl 


will he 


( stock registered or inscribed in 
the books of the Bank of England at 
the close of business on October 10, at 


the rate of 2) per cent., less income tax 
at 5s. 6d. in the f, making, with the 
interim payment of 1} per cent., a total 
1 4 per cent. for the year. The sum of 
£26,202 remaining after the payment of 
this interest, being less than one-eighth 
of | per cent. on the London Transport 
( stock outstanding, has in accord- 
ance with Section 39 (7) (ii) of the 
London Passenger Transport Act, 1933, 
been transferred to the London Trans- 


REPORTS 


port ie. inl interest fund. The 
board also announces that, in compliance 
with Sections 47 and 48 (3) of the 
London Passenger Transport Act, 1933, 
as amended by Section 87 of the Lon- 
don Passenger Transport Act, 1936, it 
will shortly transmit to the Minister of 
Transport the report and copies of the 
statement of accounts and statistics and 
of the auditors’ report for the year ended 
June 30, 1938, and that copies of the 
documents will be on sale on October 28, 
1938. 

Entre Rios Railways Co. Ltd. 
The directors have decided to pay at 
the end of October a further six months’ 
arrears of interest on the 4 per cent. 
debenture stock of the company to- 
gether with the 5 per cent. per annum 
interest on such arrears as provided for 
under the moratorium scheme, the total 
amounting to £2 4s. 2d. per cent 
income tax. The interest warrants will 
be posted on October 31. 


stock 


less 


Sorocabana Railway Company. 
The advisory committee acting on 
behalf of the holders of the 5} per cent. 
cumulative income first debentures of 
this company has announced that the 
Sterling funds available for distribution 
on account of the coupon due October 1, 
1938, on these debentures, have 
amounted to £3,888. The committee 
therefore fixed the interest paid on and 
after October 1 on the £1,425,940 first 
debentures outstanding at } per cent., 


an amount of £323 being carried forward 


to the credit of the first debenture 
holders The total of the company’s 
revenue resources in Brazil which, 


owing to exchange restrictions have not 


been remitted to this country, is now 
2,112 eontos 
Clayton Dewandre Co. Ltd. 


Declaration is made of an interim divi- 
dend of 3 per cent., the same as a 
vear ago 


Churchill Machine Tool Co. Ltd. 
Announcement is made of an interim 
dividend of 20 per cent., tax at 
5s. 5-62d., paid on October 12. Last 
vear the payment was at the same rate. 


le SS 


Rhondda Transport Co. Ltd. 
The directors announce an_ interim 
dividend of 4 per cent., tax-free, in 
respect of 1938. This is the first 
interim by the company since the 


change of its name from Rhondda Tram- 
ways Company in August, 1934. Its 
tramways have, of course, been replaced 
by buses. 


Hurst, Nelson & Co. Ltd.—-Profits 
for the 12 months ended July 16 last 
were £48,262, after provision for taxa- 
tion, against £32,234 for 1936-37, and, 
as already announced, the dividend for 
the year on the ordinary shares is 10 per 
cent., compared with 7} per cent. for the 
previous vear. A transfer of £10,000 is 
being made to reserve—the first such 
allocation since 1930—-and the amount 
carried forward is £9,287 against £8,725 
brought in. 
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Sloane Square Station.—Good pro- 
gress is being made with the reconstruc- 
tion work at Sloane Square station, 
which will be the first District Line 
station to have escalators leading direct 
from the street to the platforms. 


London Tube_ Stations 
Again.—Stations affected by 
ing, for special protective 
the sections of tube railway radiating 
from Charing Cross were reopened on 


Open 
the clos- 
works, of 


Saturday last (October 8) and normal 
train services were resumed. 
Agreed Charges.—As will be seen 


from the legal notice published on 
page 660, applications are being made 
to the Railway Rates Tribunal for 
sanction to 73 agreed charges 
of these applications (Ils. each, post free) 


( Opies 


can be obtained from Mr. G. Cole 
Deacon, Secretary, Rates and Charges 
Committee, Fielden House, Great Col- 


lege Street, Westminster, S.W.1. Notices 
of objection must be filed on or before 
November | 


Train Bombed near Tarragona.— 
\ passenger train is reported to have 


been wrecked by bombs from an insur- 
gent seaplane near San Vicente de 
Calders on Sunday night, October 9 


\bout 120 persons were killed and some 
200 injured. San Vicente de Calders is 


an important junction near the coast 
some 40 miles from Barcelona and 15 
miles from Tarragona, at the bifurca 


tion of the main line to Zaragossa and 
Valencia 


Long Locomotive’ Runs. Che 
4-8-4 locomotives of the Chicago, Mil 
waukee, St. Paul & Pacific Railroad 


which work the Olympian train between 
Minneapolis and Harlowton now run 
right through, a distance of 920 miles. 
Six different crews are used rhe three 
locomotives in the Olympian link over 
this section make an aggregate of over 
55,000 miles a month, but the individual 
average has been as high as 19,300 miles 
in a month. The lay-over at Minnea- 
polis after the 920-mile eastbound trip 
is 11} hr., and that at Harlowton is 
18} hr. 


Unofficial Strike on the L.M.S.R. 

Three hundred porters, ticket 
lectors, carters, and carriage cleaners 
work at St. Pancras station on 
October 10, without authority from 
their union, demanding the removal of 
a travelling ticket collector who was 
not a member of a trade union. The 
strike also spread to Euston. On 
October 11 a meeting of the strikers 
rejected a suggestion by Mr. J. March- 
bank, General Secretary of the N.U.R., 
that they should go back to work and 
allow union officials to investigate the 
dispute. On October 12 the unofficial 
strike spread to the St. Pancras and 
Camden goods depots of the L.M.S.R., 
when 1,600 men of the night staff ceased 


col- 


( eased 


work making a total of about 2,600 
men out. The railway company has 
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issued a statement that it does not 
interfere with the liberty of its em- 
ployees in regard to membership of a 
trade union, and that any man who had 
ceased work in this dispute and did not 
report for duty on or before today 
(Friday) would be treated as_ self 
discharged. So far the men out have 
refused to return unless the collector 
in question is removed or joins the 
union. 


Asphyxiation of Passengers in 
Finnish Accident.—In a collision on 
October 6 between a passenger train 
and a train at Tainionkoski in 
Eastern Finland ten were 
killed, nine of whom were asphyxiated 
by acid fumes from a wrecked goods 
wagon. 


FOC ds 


perse¢ ns 


Best-Kept Stations on the M. & 
G.N. Railway. Judging has now 
taken place in the Best-Kept Stations 
Competition on the M. & G.N. Railway 
and awards have been made to the 
following stations: Class 1, Gayton 


Road: Class 2, Aylsham, and Whitwell 
& Reepham; Class 3, Counter Drain, 
North Drove, and Stalham: Class 4, 


Corpusty, Hillington, Hindolvestone, 


and Martham. 


Carriage of Cattle by Road.—At 
Belfast Recorder’s Court, Mr. Samuel 
M’Allister, Tullvreavey, Rock, Co. 
Tyrone, claimed £50 damages against 
the Northern Ireland Road Transport 
Board for breach of contract in the 
transport of cattle to the Spring Show 
at Balmoral, Belfast, as the result of 
which the delivery of the cattle was 
greatly delayed and they became weak 
and emaciated. Mr. J. D. Condy, for 
the plaintiff, said that instead of being 
transported to Belfast immediately, 
they were taken on a long roundabout 
journey, and reached the show com- 
pletely exhausted, with the result that 
they failed to get premiums. After 
completion of the evidence, his Honour 
found in favour of Mr. M’Allister and 
awarded £20 


Czechoslovak Territorial Changes. 
\s the result of the recently-concluded 


agreement at Munich whereby the 
frontiers between Czechoslovakia and 
Germany were to be revised so as to 
coincide more closely with  ethno- 
graphical boundaries, German forces 


have been occupying Sudetenland in 
agreed follow: zone 1 on 
October 1 and 2; zone 2 on October 2 
and 3: zone 3 on October 3, 4, and 5; 
zone 4 on October 6 and 7; and 
zone 5 on October 10. In every case 
the lines of the Czechoslovak State 
Railways within those areas have 
passed under the control of the Reichs- 
bahn, and temporary frontier posts 
have been established at the boundary 
points of the occupied territory. The 
final frontier remains of course to be 
fixed by agreement. On the Czecho- 
slovak-Polish frontier, Polish forces 
took over a small section of territory 


stages as 
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around Teschen on October 2, including 
the railways in this territory, an! on 
October 9, occupied the important 
railway-junction area of Bohumi A 
further agreement between Czecho- 
slovakia and Hungary resulted in !{un- 
garian forces occupying Ipolysag and 


the suburb and railway station of 
Satoraljaujhely on October 11. 
Central Line Eastern Extension.— 
A new sub-surface ticket hall is being 
built at Mile End station, where th: 


new 
tunnels of the Central Line eastern 
extension from Liverpool Street wi'l be 


brought to the sub-surface, to run at 
the same level on either side of the 
Metropolitan and District Line tracks, 
A preliminary opening of the Central 
Line extensions as far as Loughton, via 
Leytonstone, is planned for April, 1940, 
and it is expected that the service 
between Liverpool Street and Newbury 
Park will be in operation by the end of 
that vear 


A Practical Tribute to Peace. 


The Secretary of the Railway Bene- 
volent Institution has received from 
Mr. R. J. R. Loxdale, a member of the 


G.W.R. Shareholders’ Audit Committee, 
the following letter: 

“With a view to showing my 
gratitude and appreciation that the 
horrors of war have been averted, 
and that peace has been maintained, 


I beg to enclose cheque for £50 


towards the funds of the Railway 

Benevolent Institution.”’ 

We also refer to Mr. Loxdale’s gift 
in our Personal section this week. 

New Network of Railways in 


South West China.—In confirmation 
of our China correspondent’s letter, 
published in THE Rattway GAZETTE of 
September 23, page 513, a Reuters 
message from Shanghai states that the 
Chinese Government has decided to 
build 11 new railways in the south- 
western Provinces to link up Szechwan, 


Yunnan, Kweichow, Kwangtung, 
Kwangsi, and Hunan; also that a 


sum of $20,000,000 (about £1,200,000 
in normal times) is reported to have 
been invested already by various 
Chinese banks in the new lines, which 
will have a total route length of about 
4,000 miles. The Government has also 
decided to connect the south-western 
Provinces with a network of telephone 
and telegraph lines, in which connection 
a British syndicate is said to be consi- 
dering investing £1,000,000. 


G.W.R. (London) Lecture and 
Debating Society.—The 1938-39 ses- 


sion opened yesterday (Thursday) 
with a lecture by Mr. Harold 
Macmillan, M.P., on ‘‘ The Middle 


Way: Some Reflections on Social and 
Economic Problems.’’ The 11 fixtures 
for the session include three debates: 
all meetings, except a debate at Water- 
loo station with the Southern Railway 
Lecture and Debating Society on 
January 5, will be held on Thursdays in 
the General Meeting Room, Padding- 
ton station, beginning at 5.45 p.m. 
Membership of the society costs Is. 
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In the Court of the Railway Rates Tribunal ticulars of which are set out in the Schedule Notices of Objection to any of the d 
hereto, have been lodged with the Railway (Applications must be filed on or befor he 
Road and Rail Traffic Act, 1933. Rates Tribunal Ist November, 1938. 
- . The Procedure to be followed in regard to A “- of each Application can be obt d 
the inspection of the said Applications and the from Mr. G. Cole Deacon, Secretary, |: :tes 
Agreed Charges. filing Or Notices of Objections is that pub- and Charges Committee, Fielden House, ¢ 
—_ lished in the London Gazette of 28th July, College Street, Westminster, London, s ‘ 
ne Ooee Is HEREBY GIVEN that 1936. price 1s. post free 
J Applications for the approval of Agreed Printed copies of the Procedure can be_ ob- T. J. D. ATKINSON E 
Charges under the provisions of Section 37 of tained from the Railway Rates Tribunal, Bush Regist 
the Road and Rail Traffic Act, 1933, short par * House Aldwych, London, W.C.2 7th October, 1938. r 
Number of Number of 
Appli- Name of Trader and General Description of Trafl Appli- | Name of Trader and General Description of Traffic 0! 
ition catior } 
1958 MILTON PROPRIETARY LIMITED, John Milton House 10-12 1038 rHOMAS & EVANS LIMITED, Porth, South Wales ; Wooden | tl 
No. 598 Brewery Road, London, N.7 Milton Fluid, Dental Crean nd No. 635 
Powder, ete 1038 VICTORLA MARGARINE WORKS LIMITED, 93 and 94, Far i N 
1938 PURSERS LIMITED. 16, Church Road, Thame, Oxon Clothi No. 636 Road, Trading Estate, Slough, Bucks Margarine 
No. 590 Drapery and General Stores Wares L038 0. PAGLIAL, 34-5. Gt. Sutton Street, London, E.C.1:; Plaster } 
193s I. BEER & SONS LTD., 15 oe Stree West Smithfield, Londo No. 637 ete 
No, 600 E.c.1 Grocerit Preserves Pro t L038 rHE “ SHIELD” XMAS PARCEL COMPANY, St. Andrews W 
1038 G. & T. BRIDG ~y \ ATER — ! 0 vlentine Place. Blackfriars No. 6338 Woodhead Road, Bradford Confectionery, Toys and Fancy G 
No. 601 London, 3.1 Biscuits onfectio ete 10358 E. C. WALTON & CO., Mus kham Works, Sutton-on-Trent, Ne 
L938 THE HALFOR 5 CYC LE CO. LTD... 239. Corporation Street, Bir N 639 Huts and Portable Wooden Houses, ets 
No, 602 mingham Biceyeles and Accessories, et LOSS A.J. BALCOMBE LIMITED, 52-58, Tabernacle Street, London, EK. 
1038 M y riINEAUS LIMITED, Mark Lane Station Buildings, Londor No. 640 Gramophones, Wireless Apparatus, et« = 
No. 603 cs Golden Syrup. ete (Appl cable also to traffie consiqne by one Associated or Subs 
1938 NEWTON CHAMBERS & CO. LYTD., Thorncliffe, near Shettield Company.) 
No. 604 Izal Poilet Paper 1938 THE BRITISH BROADCASTING CORPORATION, Broadca u 
1038 SALE TILNEY & CO. LTD §. Llovd’s Avenue, London. E.C.3 No. 641 House, Portland Place, London, W.1 Periodicals 
No. 605 Confectionery 1O38 ARTHUR GUINNESS, SON & CO. LID., St. James’s Gate Brew 
1038 SCOFFLIN & WILLMOTT LIMITED. Barking By-Pass Road. Barking No. 642 Dublin Returned Empties to Park Royal 
No. 606 Garden Chairs, Barrows, Rollers, ete 1938 THE KLINGER MANUFACTURING CO. LTD., Silver Str 
1938 THE SERVICE SUPPLY LIMITED 40, St Thomas Street No. 643 Edmonton, London, N.1s Hosiery, et 
No. 607 London Bridge, London, S.E.1: Bathroom Furniture, et« 1938 M. LOWIT LIMITED, New House, 67.8, Hatton Garden, Lot 
(Applicable also to traffic consigned by {ssociate or Subsidiary No. 644 ey Glasswal ind Earthenware f 
Company.) 103s THOMAS WITTER & CO. LTD., 86, York Road, King’s Cross, Lond 
1938 analy ¢ SWAN LIMITED 7 8, 30. Burne Street, Marvlebone No. G45 ul Balatum Squares I 
No. 608 Londe N.W.1 Old Periodicals, et 1038 BUTT, VOSPER & KNIGHT LIMITED, 103, Old Town Street | 
1938 JOSEPH. rRAVERS «& coe LTD... 44, Stanlev Street, Liverpool No. 646 Ee Sonic Clothing, Drapery and Woollen Goods. 
No. G09 | Canned Goods, Fruit, et 193% COTTERELL BROS. LTD., 13-19, Marsh Street, Bristol, 1; W r 
103s E. WINFIELD, Stanfield Nurseries, Wisbech Bulbs, Plants, ete N 47 rin Paint, ete 
No. 610 1038 W. MACQUEEN & CO. LTD., Paul Street, Finsbury, London, E.( L 
1938 JOHN KAY LIMITED Doreth House, Cowper Street, | don, E.C.2 No, 648 Hats and Caps 
No. 611 Groceries, Preserves, Pre ms, et 1038 MARMET LIMITED, Letchworth, Herts Perambulators 
1058 ROSE, MORRIS & CO. I TD _ 57 City Load, London, E.C.1 Musical No. 649 
No, 612 Instruments and Musical Ts 1938 MARMET LIMITED, Letchworth, Herts Dolls’ Prams, eté 
1038 COHEN & WLLKS LIMII E D ‘Aquatit Mills. Derby Street. Cheethan No. 650 ( tpl cable also to traffic consig l hy one Associated or Subsid / W 
No, 613 Mancheste! Clothing, ¢ ex Manchestet pany.) 
1038 COHEN & WILKS LIMITED — Mills, Derby Street, Cheetham 1938 rHE: BECTIVE SHOE COMPANY, Northampton; Boots, Shoes ' 
No. 614 Manchester ; Clothing, ete., ex Leeds No. 651 S 
1038 rHE ¢ py . MAN FACT RING CO. LTD... Ne Road, Kidder 1058 MACLEANS LIMITED, Great West Road, Brentford, Middlesex ; t} 
N O16 minst N 52 footh Paste, ete 
138 N CORAH & ‘SONS LTD., St. Margaret's Works, Leicester Hosier 1938 R.J.& A. R. PITCHERS LIMITED, Rock Place, Godalming ; Wooll 
No. 617 Agee also to traffic consigned by tu 1 widted ¢ Sul liary No. 653 (r00ds } 
Compr 1938 UNITED DAIRIES LIMITED, 31, St. Petersburgh Place, Lond ye 
1938 ( DOULD *& SON LTD., Spa Lane Mill Derby Upholsterers N O54 W.C.2; Butter, Cheese, Cream, Egus, ete SC! 
No. 618 rrimmings (Applicable also to traffic consigned by six Associated or Subsidiary Lond 
1038 FAIRBANK KIRBY (GRIMSBY) LIMITED, Ropery Street, Grims! Companies.) _ 
No. 619 Medicinal Preparations, et« 1938 BROWN & HAIGH, Wood Street Mills. Wigan; Cloth and Clothing oO! 
1938 W. MACQUEEN & CO. LTD., Paul Street, Finsbury, London, E.C.2 No. 65 1 
No. 620 Hats, Caps, ete 1938 McGROUTHER LIMITED, Cornton Road, Stirling ; Bacon, M ih 
1038 RO KSYN COMPANY 26, Rosebery Avenue, Lond E.C.1 Figures No. 656 varine, et sig 
No. 62 Ornaments, ¢ 1938 F. SHAPIRA & CO. LTD., 12, Commercial Street, London, | fo 
( 1 pplicable _ to traffic consigned hu one i ciated yr Sub / No, 657 Ladies’ Outwear 
Company.) 1938 WILKES BROS. & CO. (GIPSY QUEEN) LTD., Abbey Park Road, R 
1938 S. SALTER & CO. LTD., Trowbridg Cloth No. 658 go at Boots, Shoes, ete eis 
No. 622 1038 WM. YO HER & CO. LTD., Abbey and Holyrood Breweries, Edin- = 
1038 SPONG & CO. LTD... 27, Braemar Road and Woodville Grove, South No, 659 burgh, 8 ee ad Empty Ale and Porter Casks. ba 
No. 623 fottenham, London, N.15 Domestic Machines and Utensils, et 1038 THE BRITISH i W.Z. BATTERY CO. LTD., Falmouth Road S ( 
1938 G. & J. STUBLEY LIMITED, Batley lextiles No. 660 rrading Estate ‘Slough ; Dry Cell Batteries, Accumulators, et 
624 (Applicable also to traffic consigned by two Associated or Subsidiary ag 
1s rHE VICTORIA CARPET CO. LTD., Green Street, Kidderminster Companies.) +} 
625 Carpets, Rugs, et 10358 rHE BRITISH G.W.Z. BATTERY CO. LTD., Falmouth Road = 
1038 AMBROSIA LIMITED Brighton Chamber Denman Street, Londor No. 661 rrading Estate, Slouch Returned Empties ltl 
No. 626 S.E.1 Butter, etc (Applicable also to traffic consigned to two Associated or Subsidia ele 
(Applicable also to traffic consigned bu fir 1 ciated or Subsidia Companies.) - 
Companies.) 1038 THE TILLEY LAMP COMPANY Brent Works, Hendon, N.W.4 ot 
1038 BLACK BOY CHOCOLATE CO. LTD., Farleigh Road, Stoke Newing No. 662 Paratlin Vapour Lamps, Glassware, et¢ Sti 
No. 627 ton, London, N.16; Confectionery, et: 1938 rHE BRITISH DOUGHNUT CO. LTD., Westmoreland Road, Queens- ; 
(Applicable also to traffic ? ? by 07 i ated Sul ari No. 663 bury, London, N.W.9: Confectionery Making Machines, etc im 
Company.) 1038 J. R. PHILLIPS & CO. LTD., 19, Nelson Street, Bristol, 1; Cordials, ane 
1938 CALDER SOAP CO. LTD., Ashby-de-la-Zouch ; Soap, eté No. 664 ety t 
No. 628 1:58 DAVIES BOTTLED FRUITS LIMITED, Bank Buildings, 16, St bo 
1938 ELLIOTTS OF NEWBURY LIMITED, Albert Works, Newbury No. 665 James Street, London, S.W.1 Bottled and Canned Fruits, ete. g 
No. 629 Chairs 1938 MEASUREMENT LIMITED, Terminal House pig Belgrave Street : 
(Applicable also to traffic consiqned by on issociated Subsidiary No. 666 Victoria, London, S.W.1 Electric Meters. et lor 
Company.) 1938 JOHN DICKINSON & CO. LTD Apsley Mills, Hemel Hempsted ch 
1938 FAUDELS LIMITED, 40, Newgate Street, London, E.C.1; Drapery No. 667 Herts : Cardboard, Paper, eté ; 
No. 630 Fanev Goods, etc 1038 SANTON LIMITED, Somerton Works, Newport (Mon.); Electrical wit 
193% H. J. HEINZ CO. LTD., Harlesden, London, N.W.10; Groceries No. 668 Appliances, et« Baad 
No. 631 Preserves, Provisions, etc., ex Southampton 1938 FHERMOS (1925) LIMITED, Seymour Road, Leyton, London, E.10 i 
1038 I KS ~APER pyeres " —* No. 669 Vacuum Flasks, etc. al 
i) ee frie STAR MANUFACTURING COMPANY, Cubitt Town, London, E.14 9: 
= No. 670 Perambulators, Invalid Chairs, ete : 
1938 O. & M. KLE 4 MAN LIMITED, 46, 47, 48 & 49, Redcross Street (Applicable also to traffie consigned by one Associated or Subsidiary 
No. 633 London, E.( Fancy Goods, et Company.) . 

1938 THE RYBURNDALE PAPER MILLS CO. LTD., Ripponden, near 1038 FARMA CREAM PRODUCT CO. LTD., 23.25, Prince of Wales rec 
No. 634 Halifax ; Paper No. 671 Crescent, London, N.W.1 Butter, Cream, ete. ( 
a“ AGE AND WAGON DESIGNER sive drawing office and practical works experi- by letter with copies of testimonials, stating 

DRAUGHTSMAN required by large roll- ence in a rolling stock works of repute. Five age and whether married to: ‘* SOLEBAR, Lt 
ing stock works in India. A single man about years’ agreement, free passages, provident fund c/o Wm. Apsort, Lrp., 32, Eastcheap, London Ny 
30 years of age preferred who has had exten- and a salary of about £45 per month. Apply e.C.3. ) 
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Legal and Official Notices—continued 


Manager for recentiy 
abroad; must be cap- 
taking full charge of 
and conditions will 
Apply 


RED, Traffic 

R | Steelworks 
inising and 

traffic Salary 

ited to suitable applicants. 


rticulars to Box 1010, THe Ratiway 
G Tothill Street, London, S.W.1. 
Be Nagpur Railway Company Limited 
Ah Directors are prepared to receive 
s- FFER CASES AND 1,600 BUFFER 


( 
PLUNGERS 
s tion and Form of 
t the Company’s 
Old Broad Street, 
llth October, 1938. 
will be charged for each copy cf 
cation, which is NOT returnable. 
I ; must be submitted not later than 
N Tuesday, 25th October, 1938 
Directors do not bind themselves t 
( west or any Tender, and reserve 
es the right of reducing or dividing 


Tender can be 
Offices, 132, Gres- 
London, E.C.2 


\ f s 


By Order otf the Board 
T. B. WENN 
Managing Directer 


Rio Tinto Company Limited 


iy IS HEREBY GIVEN that the 
4 Share Transfer Books of the 


Company 


wil be closed from Monday, the 17th, to 
Monday, the 3lst October, both days inclusive 
for the preparation of the Half-yearly Divi- 


Preference Shares, which will be 
November 

Warrants to Bearer are 
informed that they will receive payment of the 
said alf-yearly Dividend on the Preference 
Shares at the rate of Two Shillings and Six- 


dend on the 
paid eon the Ist 
Holders of Share 


pence per Share, less Income Tax, on and after 
fuesday, the lst November, 1938, on presenta- 
tion of Preference Share Coupon No. 83, either 


London, or at the 
Haussmann, 


at the Company’s Office in 
Société Générale 29 Boulevard 
Paris. 

Coupons for payment in London must be left 
feur clear days previously for examination, and 
may be deposited forthwith. 

By Order 
J. DAVIDSON, 
Secretary. 
Offices of the Company 
ll, Old Jewry, 

London, E.C.2. 

10th October, 1938. 





OFFICIAL ADVERTISEMENTS 


A FFICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in 
in the week as _ pcssibie. The latest 
time for receiving official advertisements for 
this page for the current week’s issue is noon 
on Thursday. All advertisements should be 
addressed to:—The Railway Gazette, 33, Tothill 
Street, Westminster, London, 8.W.1. 


as early 


Universal Directory of Railway Officials 
and Railway Year Book 


44th Annual Edition, 1938-39 


This unique publication gives the names of 
all the principal railway officers throughout 
the world, together with essential particulars 
of the systems with which they are connected. 
Much general and statistical information about 


railways is also concisely presented. 
Price 20/- net. 


DIRECTORY PUBLISHING CO. LTD., 
33, Tothill Street, London, S.W.1. 


THE 








CONTRACTS 


Wickham & Co. Ltd 

r from the Peruvian Corporation 

No. 6 petrol-driven inspection 
me required for the 


Guaqul 
and the other for the 


has received 


railway 


La P 


illo 1 


ulway 


Liverpool Street Station Signalling 
Contract 


Siemens & General Electric Rail- 
Signal Co Ltd has received the 
ct from the L.N.E.R. for the 


installation of the whole of 
v signalling equipment required 

( rpool Street station, and between 

tion and Bethnal The 

scheme accepted is an all-electric instal 
lation with relay interlocking control, 
the latest S.G.E. principle There 
three control panels in a new 


ind 


Green 


Sig] cabin at Liverpool Street, and a 
fourth panel at Bethnal Green station 
R il signals will be long range, 


ti-unit type with internally lighted 
subsidiaries 


umner type signals for 
$.G.E. blind type route indicators will 
be used, and in addition to these 
here will be a number of five-light 
irection indicators In view of the 
electrified lines which will form a part 


of the new station layout at Liverpool 


Street there will be a number of 
lance bond track circuits, incor 
| ting the well-known S.G.E. auto 
be It is of interest to note that this 
third L.N.E.R. London terminal 
for which $S.G.E. equipment has been 
cl , and this company entrusted 
v1 the installation work, the others 
King’s Cross, completed in 1932, 
Fenchurch Street, completed in 
35 
1e Hunslet Engine Co. Ltd. has 
ed an order from the Peruvian 
Corporation for one locomotive boiler 
North British Locomotive Co 
Lt has received an order from the 
N\ iland Railways for one locomotive 
boiler for a Class D locomotive. 


XUM 


AND TENDERS 


Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. has received an ordet1 
from the Nyasaland Railways for five 
underframes equipment for 
timber 


bogie 


and 
carriages complete except for 


work. 

Fried. Krupp A.G. has received from 
the United Fruit Company an order for 
five 2-8-2 steam locomotives with 


double-bogie tenders for service in 


Guatemala 
Indian Railway Signalling Orders 
The Bombay, Baroda & Central India 
\dministration has placed the 
following orders, to the inspection of 
Messrs. Rendel, Palmer & Tritton, for 
signalling equipment required in connec 
tion with the installation of colour-light 


Railway 


signalling between Vile Park and 
Andheri 

Siemens & General Electric Railway Signal 
Co. Ltd 124 combined lever s and 24 
combined facing point locks and detectors 


General Railway Signal Co. Ltd 
light ignals 
Westin 
ine relays, six track relays and 20 point indi 
units, two facing point 


bonds 


& Signal Co. Ltd 104 


itor relays, > relay 
ivouts, and six resonated impedance 


Johnson & Phillips Limited 32. OOO ~vards 


cable 


Ransomes & Rapier Limited has 
received an order from the Great 
Western Railway for one Mundt type 
65-ft. hand-operated turntable required 


for Nevland 


Le Personne & Co. Ltd., on behalf 


of S.A. Metallurgique d’Enghien St. 
Eloi, has secured an order from the 
Morvi Railway, to the inspection of 


Messrs. Robert White & 
three four-wheeled carriage underframes, 
long 


wheels 


gauge, 27 ft. 7 in 
and 


metre 


headstocks, without and 


axles 
Wagons Required for Mysore 
lenders, receivable by November 28. 
are invited by the Mysore Government 
Store Purchase Committee, Bangalore, 


Partners, for 


over 


consulting engineers, 
Palmer & Tritton, 55, 
S.W.1, for 


the 
Rendel, 
Broadway, Westminster, 


through 
\lessrs 


the supply of two metre-gauge bogie 
high-sided open wagons; four metre- 
gauge bogie low-sided open wagons 


and one metre-gauge bogie rail wagon, 
during the vear 1938-39. 


invited by the Bengal- 
Nagpur Railway Administration, re- 
ceivable by October 25, at 132, 
ham House, Old Broad Street, London, 
E.C.2, for the supply of 1,200 buffer 
cases and 1,600 buffer plungers. 


Tenders are 


Gres- 


The French Ministry for the Colonies 
is calling for tenders by the end of this 
month for the supply of three diesel- 
locomotives and certain spare 

the metre-gauge Dakar-Niger 
\frica,. 


electric 
parts for 
line in French West 


Gang Motor Trolleys Required for 
Argentina 

The Argentine State Railways Ad- 
ministration has issued a call for tenders 
No. 949/38) for the supply and delivery 
of 10 motor trolleys for track of one 
metre gauge, with a minimum carrying 
for eight men and 300 kg. of 
and able at the same time 
trailers with 15 men and 
tools each, at a speed of 


capacity 
each 
to haul two 
300 kg. of 


tools 


about 20 km. per hour on a gradient 
of 10 per cent.; one spare motor, 
for the above trolleys; and one set 


of general spares for the above trolleys 
satisfactory working for a 
period of two years. Tenders made out 
om stamped paper must reach the 
Departmento de Explotacion Comercial 
Almacenes), Ferrocarriles del Estado, 
\venida Maipu No. 4, Buenos Aires, 
by October 31. A copy of the schedule 
of requirements only (in Spanish) may 
be borrowed from the Department of 
Overseas Trade, London, S.W.1. Local 
representation is essential. The Depart- 
ment of Overseas Trade is prepared 
to supply names of United Kingdom 
firms in a position to present tenders 
on behalf of tenderers not represented 
in Argentina, 


to ensure 
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Railway Share Market 


Following the commencement of the new 
Stock Exchange account on Monday 
was a continuance of a better trend in the 
stock and share markets, but subsequently 
it appeared that sentiment was again coming 
under the influence of politic al developments 
abroad and overseas. In most sections a fair 
amount of profit-taking has been reported, 


there 


and earlier gains this week were not fully 
held 

\s was to be expected, Home railway 
securities reflected the easier trend in 


general market conditions, and in some cases 


rather sharp declines were reported he 
labour troubles at London stations, un 
favourable traffic returns and the wages 


claims were also unsettling influences, and 
prices of various debenture and guaranteed 
stocks were affected well as those of 
junior securities. Great Western ordinary 
declined sharply to 303? as the market is 
now less hopeful that the directors will be 
willing to draw for dividend 
purposes, unless there good indications 
of a strong recovery in 1939 


as 


on reserves 
are 


revenue 1n 


Southern preferred failed to benefit from 
the relatively satisfactory traffics for the 
past week nor from the hopeful anticipations 
in regard to the dividend prospects of this 
stock, while the deferred stock was also 
lower. L.M.S.R. issues were under the 
influence of the heavy fall in receipts shown 
by last week’s return, and the 4 per cent. 
preference went back to 54, despite the 
assumption that the dividend for the current 
year will be at least 34 per cent. The 4 per 
cent. guaranteed stock made the lower 
price of 914, and L.N.E.R. 4 per cent 
guaranteeds were also moderately reaction- 


ary The 4 per cent. debentures of the 
latter railway went back to 90 and, all 
points considered, would appear to be 


undervalued in relation to debentures of the 
other railways carrying a 4 per cent. rate of 
interest L.N.E.R. 3 per cent. debentures 
at 693 also seem at an unduly low level. 
Considerable attention has been given to 
the position of London Transport “ C”’ 
stock following the decision to pay only 
4 per cent., or 1$ per cent. less than the 
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“standard ”’ rate of dividend for 1937-38. 


On balance the price has declined 
sharply, but at 72 the yield seems sati 


tory, as it is generally believed there s 
be no difficulty in keeping the divide 


a 4 per cent. basis. 


At the 


momen 


disposition is to await any develo; 
that may arise from the failure to p 
“standard ”’ rate for the past year. 
securities of London Transport were 
Argentine railway stocks were in 
and movements in price were adve 
continued 
affected by the preference dividend de 


holders. 


of B.A. 


Gt. 


Sentiment has 


Southern 


and B.A. Ws 


rather 
sfac- 


ould 


1 on 
the 


ents 


the 
ther 
( ly 
tive 
to 
be 


iS1Ons 
tern, 


although it is realised that the preference 
stocks and debentures can be regarded 


unduly low 
position is 


crop 


The 


S at 


levels, granted the Argentine 
favourable. 


rth- 


coming annual reports and meetings should 
provide important indications as to 
pects generally. 
tures were affected by the news that the 


\rgentine Senate has not vet approve: 
American railroad 


Cordoba 


purchase of the line. 


stocks 


price. 


failed 
Canadian 
Union 


Central 


Dros- 
ceben- 


the 


to keep earlier gains, and 


Pacific also made a rather lower 


possibility of a larger dividend. 


Pacific were assisted by 


the 








Traffic Table of Overseas and Foreign 




















St 
Traffics for Week = Aggregate Traffics to Date 
Railways pan Week = 
: 1987-38 Ending Total —— — 6 Totals Increase or 
co arec : ee 
this year with 1937. + This Year | Last Year Decrease 
£ £ £ £ 
Antofagasta (Chili) & Botivia 844 9.10 38 12,5809 — 990 «41 603,980 674,310 | - 70,330 
( Argentine North Eastern 753 8.10.38 11,582 354 5 162,153 156,968 | + 5,185 
| Argentine Transandine - - —_ aoa ean pain 
Bolivar 174 Sept., 1938 3,500 250 39 33,650 49,350 5,750 
Brazil -- Y — _ =_ ‘aie 
Buenos Ayres & Pacific 2,806 8.10.38 71,712 = 11.415 15 1,032,943 1,167,681 - 134,738 
Buenos Ayres Central 190 17.9.38 $136.30" $2,900 12 $1,381.200 $1,722.900 $341,700 
| Buenos Ayres Gt. Southern | 5,984 8.10.38 123,077 806 | 15 1,769,356 1,758,685 | + 10,671 
- Buenos Ayres Western 1,930 8.10.38 41.377 — 5.521 15 545.780 673.326 - 127,546 
2 | Central Argentine 3,700 8.10.38 100,862 26,992 15 1,488,785 1.970.364 - 481,579 
s | Do. - 94 — — _— 
a Cent. Uruguay of M. Video 972 1.10 38 17,726 2,115 14 221,611 210.062 11,549 
“< | Cordoba Central 1,218 — - -— -— — 
= | Costa Rica 188 Aug., 1938 23,553 | — 1,064. 9 46,815 49,305 — 2,490 
= | Dorada 70 Sept.. 1938 15.800 — 1,400 39 148,000 139,606 8.400 
= 2 Entre Rios 810 8.10.38 16.985 2,487 | 15 228.670 210.748 | + 17,922 
S | Great Western of Brazil 1,092 8.10.38 10 000 0 41 265.800 297,700 | — 31,900 
4 International of Cl. Amer 794 Aug., 1938 $363,798 — $46,862 35 $3,818,615 $3,954,618 — $136,003 
= Interoceanic of Mexico - — : oe a 2 ase pote 
S | La Guaira & Caracas 22% |Sept., 1938 6,210 1,745 39 46,889 47,665 | — 783 
3 Leopoldina 1,918 8.10.38 25,874 1,703 41 835,273 949 551 - 114,278 
Mexican 483 7.10.38 $219,000 $77.800 14 $3,679,900 $4,345,100 £665,200 
| Midland of Uruguay 319 Aug., 1938 8,857 1,799 9 17,539 14.699 + 2,840 
| Nitrate 386 30.9.38 5.012 639 39 110,195 118.014 7,819 
| Paraguay Central 274 8.10.38 $3,147,000 — $127,000 15 $44,987,009 348,435,000 - $3,448,000 
| Peruvian Corporation 1,059 Sept., 1938 64,805 — 25.148 | 13 212,547 263.674 _ 51,127 
Salvador 100 1.10.38 47,863 48,037 i4 ¢154,178 3164,184 410,006 
San Paulo 1534 2.10.38 33,925 655 40) 1,249,307 1,296,659 | — 47,352 
Taltal 160 = Sept., 1938 1689 — 895 13 7,900 10,070 | — 2,170 
United of Havana 1,353 8.10.3& 17,219 2,566 15 244,599 257,115 _ 12,516 
| Uruguay Northern 73 \ug., 1938 909 + 103 iS) 1,783 1,593 + 190 
s Canadian National 23,750 30.9.38 1,198,990 23,514 | 39 26,067,486 | 29,215,059 — 3,147,573 
¢ |} Canadian Northern - - ~ — — — — 4p.c. 
F} Grand Trunk -— ~ _ — -- —- 
0 | Canadian Pacific 17,186 7.10.38 785,800 110,600 40 20,855,000 21,695,600 — 840,600 
Assam Bengal 1,329 20.9.38 40,440 3,591 24 645,614 614,655 } 30.959 
( Barsi Light 202 20.9.38 3,405 - 922 24 68,947 62,610 + 6,337 
" | Bengal & North Western 2,116 20.9.38 66,467 t 4,597 24 1,307,976 1,384,111 _- 76,135 
i} Bengal Dooars & Extension 161 209.38 4.870 41 24 66,423 66,640 - 217 
a=) Bengal-Nagpur 3,268 20. 9.38 172.050 5.171 24 3,208,161 3,259,672 — 51,511 
P Bombay, Baroda & Cl. India 3,085 30.9.38 237.300 13,875 26 4,269 000 4,341,225 _ 72,225 
| Madras & Southern Mahratta 2,967 209.38 127,500 5,167 | 24 2,620,210 2.504.365 + 115,845 
| Rohilkund & Kumaon 546 299.38 11,343 18 | 24 262,126 264,242 - 2,116 
( South Indian 2,531 20.9.38 122,330 5,158 | 24 1,980,606 1,982,930 2,324 
Beira-Umtali 204 Inly, 1938 81.454 | — 15.948 | 44 864,515 774.298 + 99,217 
Egyptian Delta 620 20.9.38 6.345 415 | 24 97,060 103,132 | — 6.072 
g Kenya & Uganda 1,625 Aug., !938 182,150 - 14,527 | 35 1,860,357 1,920,155  — 59 798 
© | Manila — ~ —— — —_— — 
= Midland of W. Australia 277 \ug., 1928 14,414 1,736 a 27.657 22.923 + 4.734 
> | Nigerian 1,900 27.8.28 19,498 — 14,430 | 22 634,081 1,046.747  -— 412,666 
Rhodesia 2,442 Juiv, 1938 379,519 | — 44 4,122.769 3.764.458 + 358.311 
South Africa 13,263 1.10.38 638,508 27 16,259,260 16,830,218 — 570.958 
« Victoria 4,774 July, 1938 716,345 _ 5 716,345 719,532 | — 3,187 
Norte Yields are based on the approximate current prices and are within a fraction of 1,6 


t Receipts are calculated @ Is. 6d. to the rupee 
rhe variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 


has proved misleading, the amount being overestimated 


§ ex dividend 


Shares 
or 
Stock 


Ord. Stk. 


A. Deb. 
6 p.c. Deb. 
Bonds. 
Ord. Stk. 
Mt. Deb. 
Ord. Stk. 


Dfd. 
Ord, Stk. 
Ord. Inc. 

Stk. 
| Mt. Db. 
Ord. Stk. 
Ord. Sh. 
Ist Pref. 

Stk. 
Ord. Stk. 


Ord. Sh. 
Pr. Li. Stk 
Pref. 


Pr. Li. Db. 


Ord. Stk. 
Ord. Sh. 
Ord. Stk. 
Deb. Stk. 


Perp. Dbs 
4 p.c. Gar. 
Ord. Stk. 


Ord. Stk. 
Ord. Sh. 
Ord. Stk. 


Prt. Sh 


B. Deb 
Ine. Deb. 


Railways Publishing Weekly Returns 


Highest 
1937 


77 
1017, 
18 


86 

661lo 
317 
100 
101 
113 
110 
314 
10312 


31/ 


481, 
98 


302 
99ig 


4 


4312 
9319 


The statements are based on the current rates of exchange and not on the par value 


65 
10019 
7 


76lp 
5711p 
282 
8510§ 
929 
1031p 





61, 
4 

Nil 
35 
615) 
658 
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(See 
Note) 


Nil 
Nil 


Nil 
85) 
Nil 
Nil 
Nil 
Nil 


Nil 
Nil 
Nil 
8°16 
5llj, 
Nil 
Nil 


Nil 
Nil 
Nil 
Nil 
Nil 
5536 


Nil 


Nil 
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{lectric Railway Traction 


ustralian Power Station Scheme 


N lition to the comprehensive electrification scheme 
{ osed for New South Wales, referred to elsewhere 
this page, another Australian activity is the pro- 
f the Victorian Government Railways to modernise 


*s Newport steam power station, which generates the 
cu required by the multiple-unit trains operating over 
the 440 track miles of the Melbourne electrified suburban 
syst The present plant has an installed capacity ot 
78,000 kW., and supplies about 170,000,000 kWh. a year, 
most of this being traction current for the railway system, 
and the remainder traction current for two electric tram- 
ways and signalling and lighting current for various lines, 
workshops, and stations. A certain amount of energy also 
is supplied to private industrial concerns. The full 
modernisation scheme is to be spread over about ten 
vears, and the ultimate cost is estimated at £1,000,000; 
however, the first part of the scheme is to be completed 
in about two and a half years. It is proposed to replace 


the older portion of the plant, which has been in operation 
for over 20 years, with one 30,000 kW. turbo-alternator 
set and two large water-tube boilers operating at a higher 


pressure than the existing equipment, and adapted to the 
use of pulverised fuel. At the moment the current is 
generated at 3,300 volts 25 cycles and is transmitted 


at 20,000 volts three-phase to the rotary converter 
and mercury arc rectifier substations, where it is 
converted to 1,500 volts d.c. for supply to the overhead 
contact lines. The recent visit of Mr. H. P. Colwell, 
the Chief Electrical Engineer of the Victorian Government 
Railways, to England, North America, and the Continent, 
was directly associated with the proposals for the 
modernisation of Newport power station. 


Pneumatic-Tyred Suburban Train 


T is probable that only on comparatively rare occasions 
have the remarkable qualities of passenger comfort, 
high acceleration, and high deceleration of the pneu- 

matic-tyred vehicle been considered in conjunction with 
straight electric traction, but the new triple-car Michelin 
electric train, described elsewhere in this issue, seeks to 
provide just these features on low-voltage third-rail d.c. 
systems, and there is no reason why this principle should 
not also be applied to higher voltage a.c. and d.c. tractors 


with overhead current collection. In its mechanical 
design the train closely follows the well-known Michelin 
petrol-engined railcar, and on recent trials in the vicinity 


of Paris accelerations as high as 4°92 ft. per sec. per sec. 
Were attained. With full emergency brake application 
alter duly warning the passengers, we should imagine, 2 
deceleration rate of no less than 11-5 ft. per sec. per sec. 


Was attained. It is well-known that the momentary rates 
val msiderably during the period of a stop, and that 
the ximum, particularly after an appreciable fall in 
the ed, may be far above the average. The highest 
momentary value of which we have heard with steel- 


tyred stock is a shade over 11 ft. per sec. per sec., but 
the 11-5 ft. per sec. per sec. appears to be the average 
of the complete stop in the Michelin car, and is thus in 
line with what has been obtained on the petrol-engined 
cars of the same make. The new electric Michelin is 
now running experimentally on the Pont Cardinet— 
Auteuil, St. Germain, and St. Nom la Bretéche—Versailles 
lines, radiating from the Gare St. Lazare, in Paris. On 
the St. Germain line there is a grade of 1 in 28-30, and 
climbing this on test the top speed was 57 m.p.h., and 
starting from rest on this grade a speed of 463 m.p.h. 
was attained in 45 sec. 


New South Wales Electrification 


if seems that the report on electrification in New South 
Wales, which was briefly referred to in the issue of 

this Supplement for July 22, recommends that two 
hydro-electric plants with an aggregate capacity of 
250,000 kW. should be built on the Snowy River, in 
preference to extensions of existing steam stations. These 
would supply power for general electric purposes as well 
as for the railway. According to the figures contained in 
the report, the electrification of the four main-line railways 
radiating from Sydney, and covering 360 route and 875 
track miles, would result in an annual saving of slightly 
over £400,000 if the volume of traffic carried in 1936 is 
taken as a basis. Such a saving would correspond to a 
return of a little over 44 per cent. on the capital cost, 
which is estimated at £8,728,000 to £10,000,000. If there 
were a large increase in traffic, such as has been experi- 
enced on all sections of the Southern Railway in this 
country since electrification, the annual economy would 
be increased. If the increase was 40 per cent. on the 1936 
figures, the economy would be about £650,000 a year. 
The engineers who drew up the report proposed that the 
1,500-volt d.c. system should be used for the railways. 
The complete electrification scheme, including two 220-kV. 
transmission lines with a total length of 265 miles, would 
cost about £25,000,000, and would be spread over about 
19 years. It was proposed also that if the scheme should 
be decided upon, a central electricity authority should be 
set up, the functions of which would be based on those 
carried out in this country by the Central Electricity Board 
and the Electricity Commission. It is felt that, in the 
beginning, at least, such an authority should administrate 
the supply only over the more densely-populated parts of 
New South Wales. While the trend of thought in New 
South Wales appears to favour the scheme, a curious 
objection is raised that the State Government may not 
have an easy task in raising the necessary loans. In other 
words, although there is available all the material and 
skill which are necessary to bring the scheme to fruition 
and give the inhabitants of New South Wales the benefits 
of cheap electricity for industrial, domestic, and transport 
purposes, they may be denied this increase in their real 
wealth by some defect in a system of payment which bears 
no relation whatever either to real or potentially real 
wealth. 
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Electric Railway Traction 


Ignitron Loading Equipments for Traction Substations 


Quick response loading circuit 


LTHOUGH regeneration is frequently used as a con- 
y venient and efficient method of braking on electric 
vehicles, difficulties have arisen in certain cases wher« 
the power supply is obtained from mercury arc rectifiers. 
It may happen during periods of light loading that when 
one vehicle is regenerating there is no other vehicle in the 
same section to absorb the regenerated energy, and as 
the normal substation equipment is not able to provide 
a path for reverse power flow, other means must be 
provided for absorbing this excess energy. This can be 
done either by loading resistances, thrown across the line 
when regeneration is detected, or by the provision ol 
additional rectifiers, grid-controlled, and connected as 
inverters, and therefore capable of returning the excess 
d.c. power to the a.c. network. 

The reverse power has hitherto been absorbed by a 
resistance placed across the line by contactors, the latter 
being operated by a relay which responds to the excess 
busbar voltage consequent upon regeneration. The main 
disadvantage of such an arrangement is its slow response, 
due to the comparatively slow response of the voltage relay, 
and the relatively long closing time of a heavy d.c. con 
tactor. Further, an intermediate relay is sometimes found 
recessary, and thus the total time elapsing from the initial 
voltage rise to the final closing of the main loading con- 
tactor may be as much as half a second. 


Delays in Contactor Closing 

This delay has serious consequences. The time constant 
of a traction motor when regenerating is short compared 
with the delay time of the contactor loading equipment, 
and the regenerated voltage has therefore time to build 
up nearly to its maximum value. This is shown in Fig. 1 
which is an oscillogram showing conditions prevailing when 
contactor equipment is used to absorb the regenerate: 
power. V is the busbar voltage (550) which begins to rise 
(at ¢,) the instant regeneration commences. The main 
loading contactor does not close until ¢,, by which time 
regeneration has raised the busbar voltage to 1,100. TJ is 
the current taken by the loading resistance, which rises 
at the instant the busbar voltage is observed to drop. 

The contactor delay is approximately 0-2 sec. This 
relatively short interval was achieved by operating the 
main loading contactor directly from the voltage response 
relay. In many cases, however, when larger regenerative 
loads are to be handled, an intermediate relay and larger 
main contactor would be necessary and the resulting delay 


would be greater. The excessive voltage rise imy. ses a 
strain on insulation, and may cause the burn-out © any 
lamps connected across the line. , 
The second disadvantage of contactor loading © lates 
to its effect on the regenerating traction motor itse! ; the 
fact that a sudden load is thrown on the motor when its 
armature voltage is high produces adverse commu ‘ating 
conditions which may in extreme cases cause a flash -over 
at the commutator. The braking torque is applied when 
the motor regenerated voltage is near its maximum value; 
the retarding action is therefore a maximum at its initial 
application, thus causing unnecessarily fierce braking. 


High-Speed Solution 


To obviate the foregoing objectionable feature, the 
British Thomson-Houston Co. Ltd. has introduced a new 
method of throwing a loading resistance across the sub- 
station busbars. The initial insertion of the loading re- 
sistance is accomplished without the aid of any moving 
parts, and takes place with a delay of the order of only 
a few milli-seconds. An auxiliary controlled mercury-arc 
circuit is completed in order to insert the loading resistance 
as described below. 

Referring to Fig. 2, an excess busbar voltage is detected 
by a grid-controlled rectifier J (a standard type of B.T.H. 
thyratron). The thyratron grid potential comprises two 
components, one being a portion of the d.c. busbar voltage 
derived from the potential divider A B, which tends to 
make the grid positive, and the other a constant negative 
component obtained from the rectifier R, and this, being 
somewhat greater than the first component under normal 
conditions, holds the thyratron in a non-conducting state. 

A rise in line voltages of, say, 30 or 40 volts, makes the 
thyratron grid sufficiently positive to enable the thyratron 
arc to strike. Current therefore passes through the main 
loading resistance L,, and thyratron T, to the permanently- 
immersed ignitor of the ignitron J. This immediately 
initiates the hot spot in the mercury pool of the ignitron, 
and an arc strikes between the pool and anode. Thus 
resistance L, is placed across the d.c. busbars. The re- 
sistance L, is so chosen that it can carry at normal 
line voltage more than the maximum regenerated current 
likely to be experienced. Hence the main rectifier con- 
tinues firing during the regenerative period and the busbar 
voltage is held at its normal value. 

From Fig. 2 it will be noted that the contactor C, is 
energised at the same time as resistance L,. Hence the 


50-cycle timing wave at top of oscillogram. 
Traction busbar voltage. 
Current through loading resistance. 
Time of commencement of regeneration. 
Time of closure of main loading contactor. 


Fig. 1.—Oscillogram showing conditions pre- 
vailing during regeneration with contactor 
loading 
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short-circuited soon after it has performed the 
function of inserting the loading-resistance. 
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and its contacts cause C, to open. Thus the main loading 

resistance is taken off the busbars. 

A period of regeneration such as would necessitate in- 
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. 2.—Key diagram of ignitron loading equipment 
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Fig. 3.—Front and rear views of ignitron loading panel for 
traction substations 


is inserted, as just described. 
resistance L, 
20 amp. 

When contactor C, opens, contactor C, remains closed, 
but is then under the control of relay D,. This relay is 
operated by directional current device D and is de- 
energised when a forward current greater than about 25 
amp. is taken by the feeders. Contactor C, then opens, 
removes the no-load resistance, and thus the equipment 
is restored to its stand-by condition. It should be noted 
that the “‘ reset ’’ time of the equipment is virtually zero 
because as soon as the arc caused by the current through 
resistance L, is broken by contactor C,, the ignitron can 
refire to prevent build-up of voltage. 

Fig. 3 shows front and rear views of an ignitron panel 
which requires the same space as a contactor-operated 
loading panel of the same rating. The panel can be made 
to line-up with other control panels in the substation. The 
cost is only a little in excess of that of purely contactor- 
operated gear. 

An oscillogram showing the rise of busbar voltage (V) 
when ignitron control is substituted for the contactor equip- 
ment, is shown in Fig. 4. The same rate of regenerative 
braking was applied to the same traction motor. The 
thyratron control voltage was set so that firing occurred 
if the d.c. busbar voltage exceeded the normal by about 
30 volts. From the oscillogram it can be observed that 
the regenerated voltage was allowed to build up for only 
0-004 sec. after this set voltage had been reached; also 
the maximum excess voltage due to regeneration was only 
about 50. 

Observation of a traction motor during regenerative 
braking revealed the fact that with contactor loading there 


The current carried by 
is relatively small, being of the order of 
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were some signs cf distress at the commutator. Such 
signs were entirely absent with ignitron loading. Although 
regenerative braking is the chief source of excess line 
voltage on traction systems, surges of the order of twice 
normal line voltage are sometimes experienced, and are 
due to the opening of highly inductive circuits such as 
shunt fields. A relatively low impedance path is provided 
across the traction busbars to suppress such surges by 
the firing of the thyratron alone. This can be arranged 
to occur within about | milli-second after initiation of the 
surge. 

Different ratings are made available largely by increasing 
the current-carrying capacity of the main loading resis- 
tance. The standard B.T.H. ignitron has a maximum 
short-time rating of 2,500 amp. and therefore has a cur- 
rent capacity well beyond all normal requirements for this 
type of service. It can be used on traction systems up 
to 3,000 volts d.c. When regenerative loads much greater 
than 300 amp. or so have to be absorbed, it may be pre- 
ferable to be able to insert the loading resistance in two 
steps, the second resistance being closed by a second 
ignitron only if another voltage rise is detected after the 
first ignitron has fired. 


Electric Railway Tro-tion 


50-cycle timing wave at top of oscillogram. 
Traction busbar voltage. 

I Current through loading resistance. 

to lime of commencement of regeneration. 

ty Time of commencement of conduction of ignitron. 


Fig. 4.—Oscillogram conditions prevailing during regeneration 
with ignitron loading 








THE MAINTENANCE OF CONTACT LINE SUPPORTS 


By M. MESSER, Swiss Federal Railways* 


Y the term “‘ contact line supports ’’ must be under- 
stood all metal constructional work necessary for 
the support of contact lines, 7.e., the pylons, placed 

either to one side of the track or between it; the pylon 
brackets; the cross supports (or gantry girders)—which 
for double track are attached in two places to two facing 
pylons—and the supporting girders anchoring several con- 
tact wires in the stations. The cross catenaries used in 
certain stations are also to be included under this head- 
ing, but it is not proposed to deal with them in the en- 
suing notes. 

During the early years of electrification the supporting 
elements were of riveted metal construction throughout. 
On some of the first converted lines of the Swiss Federal 
Railways (Lucerne District) rolled sections of the 
Differdange type were also used, but these very simple 
and practical units were given up in favour of latticed 
masts. This measure, taken for reasons of national 
economy, was to give employment and thus assist the 
metal workers and structural steel works, whose financial 
position, to put it mildly, was precarious. The object 
was gained but the means proved detrimental to the Swiss 
Federal Railways, for, as had been feared from the first, 
it was soon proved that latticed masts were much more 
prone to corrode and needed a great deal more upkeep 
than the smooth and simple Differdange sections. How- 
ever, the Swiss Federal Railways shouldered this burden 
for the country’s sake. 

To avoid rust formation all the riveted supports were 
given a priming coat of red lead. This was covered 
by two coats of a special grey paint. The Differdange 
supports were submitted at this time to the same anti- 
corrosion treatment. Hot galvanising, by immersion in 
molten zinc, could not be applied to riveted masts and 
cross supports. On the other hand, 18 years ago, in 
1920, the upper portions of the pylons in immediate 
proximity to the wires were galvanised on the Giornico— 
Giubiasco section. Hot galvanising was applied to the 
pylon extensions and spray galvanising, by the Schoop 
process, to the upper parts of the twin or gantry masts. 


* In an article in the Bulletin des CFF, October, 1937 


lt may here be said that both methods have proved 
their value, as not one of the parts so treated has as yet 
been assailed by rust. At about the same time (1920) 
hot and spray galvanising were used for the small support- 
ing pieces. 

Since then such strides have been made in the welding 


Fig. 1.—Central post structure with wire guards 








of n 
this 
Cros: 
rivet 
in us 
be n 
weld 
have 
vanis 
year: 
Cert: 
(1915 
of co 
of pz 
the r 
carric 
to P} 
order 
tures 
years 
progr 
Swiss 
to 20 


Un 
halts 
disma 
after 
motiy 


Railway Traction 


Electr: 





Fig. 2.—Overhead structure, with wire netting protective device 
at high-tension points 


of metal structures that one no longer hesitates to adopt 
this method for the assembly of station masts and small 
cross supports. 
riveted, as welding is not applicable to the normal type 
in use. At about that time, too, exclusive use began to 
be made of the Differdange sections as masts. All the 
welded parts of the supports and the Differdange sections 
have since been protected against corrosion by hot gal- 
vanising and will thus need no maintenance for many 
years. Such is not the case with painted structures. 
Certain supports erected in the early days of conversion 
(1919) were found after a few years to be in a bad state 
of corrosion, either because just after the war the quality 
of paint was often bad, or else because the cleaning of 
the metal surfaces before the paint was applied was not 
carried out with sufficient care. Similar remarks apply 
to pylons erected during the early post-war years. In 
order to arrest the rapid corrosion of these metal struc- 
tures a systematic repair system was organised seven 
years ago. In the Lucerne district alone the repair 
programme involved an annual expenditure of 100,000 
Swiss fr. at least, and was estimated to take from 15 
to 20 years to complete. 


Disadvantages of Painting on Site 


Until recently, rusted cross supports at stations and 
halts were cleaned and repainted on the site without being 


dismantled. This work was possible only by day, and 
after disconnecting the contact wires. Unless steam loco- 
motives were brought into service, train services and 


Station cross supports continue to be 
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shunting were hindered, for the temporary current in- 
terruption of a whole station or of certain groups of 
tracks was necessary. The work of painting had to be 
interrupted frequently to allow trains to pass, and for this 
reason, and because inclement weather occasioned 
lumerous interruptions to work, the job progressed but 
slowly, although costing a good deal. The gravest in- 
convenience presented by painting supports in position 
consisted in the danger besetting the workmen, who often 
worked on ladders and scaffolding near live wires. 
Despite strict care and various protective measures, such 
as barriers, it happened sometimes that a painter, either 
through insufficient care or over-zealousness, touched a 
live contact wire. Protective measures to prevent work- 
men coming into contact with the tension wires have there- 
fore been adopted. They consist in separating the struc- 
tures to be painted from the live wires by various guards, 
such as protecting baskets, planks (with or without warn- 
ing notices) and grilles. Figs. 1, 2, and 3 show such 
provisional methods of protection. 

As fatal accidents must at all costs be avoided, another 
way had to be found of renovating rusty supports in 
stations. It was known that the jet form of galvanisation, 
if properly carried out, was satisfactory, and that the zinc 
coating thus applied was not damaged if cartage and 
mounting were carefully done. It was therefore decided 
tu give similar treatment to station supports. This neces- 
sitated the dismantiing of the rusted units and their re- 
placement by new or reconditioned ones. The dismantled 
supports were sent to the shops, where they were carefully 
cleaned by sand jets. After being jet-galvanised they were 
ready to be remounted elsewhere. At first sight dis- 
mantling and reassembly may seem to be fairly compli- 
cated. Actually it is simplicity itself if special travelling 





Fig. 3.—Overhead structure at points with various protective 
devices 
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Fig. 4 (above).—Overhead girder 

raised to full height and swung at 

right angles to the carrying cables. 
Time 11.57 


Electric Railway Traction 


Fig. 5 (below)—Overhead girder 

supported on the masts in its 

final position. The cables are 

loose and are being removed. Time 
12-07 





cranes are employed. The work may be carried out with- 
out danger at any time of the day or night all the year 
round and in all weathers, in intervals between traffic 
running, and after disconnecting all the contact wires 
concerned. 

In Figs. 4 and 5 are illustrated the mounting of a gantry 
girder by means of an electric crane. The new support 
being placed in position (the operation takes 17 min.), 
the catenaries are lowered and attached to their insulators. 
Then the suspension wires are re-attached and the carry- 
ing arms and contact wires regain their original positions. 
If the work has been properly organised and carried out, 
and providing no unforeseen obstacle has arisen, the dis- 
mantling of a faulty station cross support and its replace- 
ment by a new one should be carried out within half an 
hour. In this way all the cross supports of a station 
may be changed in a few days or nights in all weathers 
without appreciabiy affecting train services. No further 
attention is necessary. Repainting, on the other hand, 
takes the whole summer. 

This system of interchange is unsuitable for masts of 
the older lattice design still to be found in some numbers, 
as these are set in concrete blocks and cannot be dismantled 
and removed to the shops for reconditioning. Rust is 
therefore removed on the site before the masts are re- 
painted. This operation is carried out in three stages : — 

1. Washing with a benzine-base solution. 

2. Cleaning with steel brushes and scrapers. 

3. Treatment with carborundum and removal of forge and 

rolling scale. 

All these works are done by hand under the charge of 








The priming coat must not 


the railway’s foreman painter. 
be applied until cleaning has been passed as perfect, and 
a second coat must not be applied until the first has been 


approved. The paint is supplied by the railway and its 
quality carefully supervised. 

The removal of rust has also been carried out experi- 
mentally by means of tools operated either by electricity 
or by compressed air, and almost all such power tools on 
the market have been tested for utility and efficiency. It 
was found, however, that although work done in this 
manner progressed more rapidly as regards the cleaning 
of flat surfaces and easily accessible latticework, the same 
could not be said of the interiors of latticework, which 
cannot be reached with power-driven tools. 

The process of removing rust and repainting just de- 
scribed has been in use for about seven years, and it is 
confidently estimated that the paint will last from 12 to 15 
years. Now that the galvanising of supports has super- 
seded their painting, the men formerly employed to paint 
them have no legitimate reason to climb the masts. Such 
climbing has therefore been forbidden, and baffles placed 
on the structures act as a constant reminder of this taboo. 
If the painters observe this stipulation, respect the baffles 
and keep strictly to the work they are given (i.e., the 
maintenance of vertical masts situated outside the pet- 
manent way danger zone), the risks inherent in the execu- 
tion of their work become infinitesimal. The dismantling 
of rusted supports and their replacement by spray-galvan- 
ised ones cost no more than the! repainting formerly 
practised. 
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RUBBER-TYRED ELECTRIC TRAIN 
S recorded in the issue of this Supplement for August 19, 
A French National Railways have just put into 
xperimental service on the Paris suburban lines of 
the ex-Etat system, a novel experimental electric three-car 
train, built by the Michelin Company at Clermont-Ferrand. 
The new vehicle has the characteristic pneumatic tyres of 
the maker. It is operated on the standard third-rail 
system, with a nominal voltage of 650. A triple-car 
articulated arrangement has been adopted, and measures 
125 ft. overall. Each of the four bogies has eight pneu- 
matic-tyred wheels, and the construction is similar to that 
of the bogies on the latest Michelin types of petrol-engined 
railcars. 

In each bogie the two centre axles are driving, and the 
two end axles carriers. As may be seen from the attached 
diagram, there is one motor driving each bogie, but it is 
supported on the underframe of the coach and drives the 
two other axles through a cardan shaft with flexible 
couplings. The actual drive on all the axles, and the 
drive in between the two axles is of the worm gear 
differential type. On the one-hour rating the aggregate 
h.p. of the four motors is 775 at 1,330 r.p.m., and on the 
continuous rating the output is 650 h.p. at 1,430 r.p.m. 
At the one-hour rating the h.p. per ton of tare weight is 
242. The electrical equipment gives an acceleration from 
rest of about 3-65 ft. per sec. per sec. as a maximum. 
Multiple-unit control is fitted, so that any number of these 
triple-car sets can be worked as a train by one man. The 
maximum permissible speed is 115 km.p.h. (71 m.p.h.), 
but in normal suburban service, working out of St. Lazare, 
speed will rarely exceed 80 km.p.h. (50 m.p.h.). Full 
application of the brakes enables the train to be stopped 
from a speed of 80 km.p.h. (50 m.p.h.) in 170 yd. Special 
shoes are provided on each bogie to take the return current 
to the running rails. 

The bodies and framework are of welded all-metal con- 
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struction, with sheet steel outer panels with interior linings 
of plywood, faced with imitation leather in a dark green 
colour. As the car is intended only for use on short- 
distance services, the seats and interior equipment generally 
are of a simple character. Just behind the driving cabin 
at each end is a small baggage compartment, but at rush 
hours this is used for carrying standing passengers. All 
the doors on the outside are of the sliding type, and are 
closed from the driver’s cabs by compressed-air motors. 
There are 136 fixed seats, and 44 folding seats arranged 
at the entrance vestibules and in the luggage com- 
partments, and, according to the French methods of 
computation, there is room for 120 standing passengers. 
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Diagram of the triple-car Michelin 600-volt d.c. pneumatic-tyred electric train 
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Volk’s Electric Railway.—As a result of negotiations 
with Brighton Corporation, Volk’s Electric Railway on 
Brighton sea-front will continue to be operated by Magnus 
Volk Limited under a yearly licence, the company to 
pay the corporation 22} per cent. of gross traffic receipts 
or, alternatively £2,000 per annum, whichever is the 
larger sum, and contribute £500 annually towards the 
rates. 


G.E.C. Brochures.—Among the equipment now being 
made at the Salford instrument works of the General 
Electric Co. Ltd. is a range of luminous meters which are 
particularly suitable for factory use. Although they are 
quite inexpensive, and small enough and light enough 
to be carried in the coat pocket, these instruments enable 
all necessary measurements of light-power to be made 
with great accuracy, and they give direct readings in foot- 
candles from zero to 250. Another G.E.C. activity is an 
extension of the range of high-voltage liquid fuses of the 
“Quenchol”’ type. Recent additions cover voltages of 
88 kV. and 110 kV., with rupturing capacities up to 
500,000 kVA. 


Twenty-five Years of Rectifiers.—The issue of the 
Brown-Boveri Review for May and June this year is a 
special number, dealing with the progress of Brown-Boveri 
rectifiers during the last 25 years. Experiments in pre-war 
years are briefly described, and a large amount of technical 
data is given concerning the various types of rectifiers, and 
the problems connected with them. Typical chapters in 
this section are on the causes of backfires and_ their 
suppression, grid control, inverted rectifiers, and a descrip- 
tion of the various characteristics which led the Brown- 
Boveri Company to adopt the word “ mutator ’’ for the 
various types of a.c./d.c. and d.c./a.c. and frequency- 
changing apparatus. At the end of the issue is a very 
useful bibliography in a number of languages, and extending 
from 1910 to 1938. According to the data given, there are 
2,600 Brown-Boveri mutators in service or under construc- 
tion and they have an aggregate capacity of 2,780,000 kW. 
Grid control is applied to 632 of these mutators, which 
have an aggregate capacity of 1,343,000 kW. 


New Zealand Electric Works.—In the first three weeks 
of the new electric suburban service out of Wellington, 
approximately 60,000 passengers were carried between 
Wellington, Johnsonville, and intermediate stations. The 
fast and frequent train services now provided on this 
suburban line have taken away 70 per cent. of the bus 
traffic in this area, besides building up new traffic and 
giving an impetus to further suburban settlement along 
the seven-mile line, which has been given three additional 
stations. 

Extensive improvements are to be made to the railway 
signalling and electric system in the South Island. A 
start has been made with the erection of steel structures 
to support the overhead electric installation in the new 
Christchurch yard, and when it is completed the whole 
of the wiring between Linwood and Christchurch will be 
supported on steel structures, some of them more than 
170 ft. in length. Tenders have been received for equip- 
ment to replace the existing steam-driven generators 
supplying the electrified area at Otira, and in the near 
future electric energy in the area will be taken from the 
Public Works Department’s hydro-electric network. The 
equipment will be similar to that successfully introduced 
on the Wellington—Johnsonville electrified line. 
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Belgian Electric Traffic.—During 1937 the ‘ 7-mile 
Brussels—Antwerp electrified section was served by 7,174 
electric trains, compared with 43,000 in 1936 The 
services were operated by the 12 four-car multi; >-unit 
trains, and the average distance covered per tra’ was 
108,000 miles. 


German Electrification Activities.—-During th year 
1937 the Reichsbahn took delivery of 22 electric lo omo- 
tives and 14 motor-coaches. During the same period 
orders were passed for 60 electric locomotives, of ‘vhich 
19 were for service on lines already electrified and 4) were 
for the Nuremberg—Halle line, now in course of conversion 
Of these 60 locomotives, 14 are for fast express passenger 
trains, 30 for ordinary passenger or freight trains, and 
16 are for heavy freight trains; 11 of the heavy freight 
locomotives are to have motors and gears to suit them for 
a top speed of 56 m.p.h., which will suit them, when 
necessary, for the haulage of heavy passenger trains over 
mountain lines. Further orders of 1937 were for 183 
motor-coaches and the same number of trailers for the 
Berlin Stadt, Ring -und Vorortbahnen, and 55 three-car 
multiple-unit trains, each composed of two motor-coaches 
with a trailer between, for the Hamburg urban and suburban 
lines, now under conversion from single-phase to d.c 
























Norwegian Electric Activity.—The A/B_ Norsk 
Elektrisk Brown Boveri has received an order from the 
Norwegian State Railways for eight new electric express 
locomotives, of 2,800 h.p. each, hourly rating, and a maxi- 
mum speed of 110 km.p.h. (68-3 m.p.h.), for service on the 
international trains on the @stfold line (between Oslo 
East and Kornsjé on the Swedish border) and expresses in 
the Drammen division (between Oslo West and the South- 
west). This forms one of the largest single orders ever 





































received by the firm. The electrical portions of the Si 
locomotives are to be made at the workshops at Skoyen BR V 
except the transformers, which are being obtained abroad 
The Thune works will construct the mechanical parts lat 
except gear wheels and driving details. These are to ip 
come from the A.E.G. for seven of the locomotives. Such §0 
parts have hitherto not been procurable in Norway, but 14 
a set is now to be made there for the remaining locomotive, cel 
although of a different design from the A.E.G. type. The & Re 
total value of the contract is said to be 3,600,000 kroner a 
of which 90 per cent. will go to Norwegian firms, the 25, 
Norsk Elektrisk Brown Boveri undertaking receiving 88 
1,750,000 kroner. £2 
For operation on the Oslo—Ski section, three further Ot 
motorcoaches are to be delivered in the early part of next § we: 
year, and will supplement the four trains which are now § anc 
at work. Yet another order for four motor-coaches, for per 
the Oslo—Halden section, is to be placed, and also for four § ton 
three-car multiple-unit trains composed of one motor-coach Ry lat 
and two driving trailers. In these last units the motor doy 
output will be about 800 h.p., and the top speed will be wel 
100 km.p.h. (62 m.p.h.). £56 
The conversion work between Kolbotn (the present Cla 
electrification terminus, 8 miles from Oslo) and the frontier fou: 
station of Kornsjé (90 miles) is to be accelerated ; and§ cen 
between Kolbotn and Ski (15 miles out) double tracking 
and electrification are to be completed by the autumn 0! “7 
next year; the remainder of the work to the Swedish Ii 
border at Kornsj6 is to be completed by 1941. It ®§ of. 
expected that this conversion will be completed about the 
the same time as electric traction is introduced on the of 1 





Dalsland Railway on the Swedish side beyond Kornsjé. 


